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The Companhia Colonial de 


Navegacao Was 
founded on the 3rd July, 1922.) Their intention 
was to establish close connection between the 
Portuguese colonies and the European Continent. 

Their first vessels were the Ganda and Guine. 
each of about 5.000 tons deadweight. Three 
vears afterwards they bought four vessels of 
In 1929. C.CLN. owned 


four passenger liners totalling 30.000 deadweight 


20.000 tons deadweight. 


tons and six cargo ships totalling 60.000 tons dead- 
weight. The Companhia Colonial de Navegacao 
sac 


estimate that in the 24 years 1922 to 1945 inclu- 


sive they carried a total of six million tons of 


cargo and sold 315.247 passages. Their activities 


COMPANHIA 


COLONIAL DE NAVEGACAO 


can be divided into almost equal proportions of 
coast-wise and trans-ocean voyaging. 
1945. 


fleet has been carried out in accordance with the 


Since reconstruction of the C.C.N. 
plan of the Ministry of Marine for the modern- 
isation of Portuguese merchant fleets. They now 
own 10 vessels dating from before the plan and 9 
new vessels. one of these—the new liner Vera Cruz 


being still under construction. The total 


tonnage of their fleet. excluding small craft. 
amounts to 200.000 tons. Their vessels go to all 
parts of the globe. but their regular lines are 
between Portuguese East Africa and West Africa. 


and Europe. and between Portugal and Brazil. 
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SOUTHAMPTON 
DOCKS 


® Handles world’s largest liners 


@ Modern Ocean Terminal for 
receplion of passengers 


© Well situated for dealing with 
Continental transit traffic a 


eet 


a f 


PLYMOUTH (MILLBAY DOCKS) 


* Passengers Vail Cargo $ apply to 


* Quick Handling and 
Despatch 


DOCKS & INLAND WATERWAYS EXECUTIVE 


REPAIRS 
OVERHAULS 
& CONVERSIONS 


of every description by 


THORNYCROKT’ 
at SOUTHAMPTON 
and NORTHAM 


dock and waterside accommodation for 
p to 83,000 tons: slips for craft up 
tons. Fully equipped for all types of 





i machinery repairs. Over 12,000,000 
tons handled in the last ten years 


JOHN |. THORNYCROFT & CO. LIMITED 


WOOLSTON WORKS 
SOUTHAMPTON 
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FIRST OPERATIONAL REPORTS CONFIRM 
EFFICIENCY AND DEPENDABILITY OF 


The new G.MLR. (MAR 


Ap MaXe Yanges - Cape Verde! 30 miles. 
aR IL ry Cape Agulhas - 27 miles. 


i in operation during voyage «++. 80% 


Hour 





REMARKS 
(See Notes 5, 6, 7, 8. 9 & 10) 





NO FAILURES OCCURRED 
DURING THE VOYAGE. NO 
COMPONENTS CHANGED. 


TOTAL TIME NORMAL 
MAINTENANCE CHECKS 
2 HOURS, 
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RADAR HAS WORKED 
EXCELLENTLY DURING WHOLE 
VOYAGE, NORMAL SERVICE 
AND MAINTENANCE CARRIED 
OUT AT APPROPRIATE 
INTERVALS, 


Many of the improvements incorporated porated in the Mark II C.M.R. is an 
the Mark II Cossor Marine Radar are auto This 


results in really brilliant definition both 


wiable pulse width. 


a oa 
matically i 


no means new to Cossor research 


neers. Developments in design and at long range and at short range. Further 


nique are subjected to prolor ged re- 
rch and rigorous testing both in the 
story and at sea before they are 
lly introduced into Cossor equipment. 


such development which is incor- 


COSSOR 


fruits of the Cossor policy of check and 
counter-check can be seen (on request) 
in the maintenance reports now coming 
in from vessels already equipped with 


the new C.M.R. Mark IT. 


COSSOR HOUSE, 
ry 1234 (33 lines) 


RADAR LTD HIGHBURY 


Telephone: CANont 


GROVI 


LONDON, N.5 
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SHIP’S 
GENERATORS 


CAMPBELL & ISHERWOOD 


Complete Electrical 


Marine Installations 


@ DIESEL & STEAM-DRIVEN 
GENERATORS 
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AIR-STREAM MOTORS 
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xt all the principal Port 
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PATENT STEEL HATCH CAYERS 


With an average breadth of 
24ft. have been fitted to 1,500,000 
gross tons of shipping, with 
satisfactory results 


With this experience behind us 
hatch cover problems can safely 
be placed in our hands 


No tarpaulir No web beams 
No tents. Rapid operation. 
Minimum up xeep costs 
Enquiries invited. 


MacGREGOR & CO. (Naval Architects) LTD 
WHITLEY BAY, NORTHUMBERLAND. 
Phone Whitley Bay 21189 


Continental Branch: —ETS MacGREGOR-COMARAIN, I4, RUE 
CHARLES LAFITTE, NEUILLY-SUR-SEINE, FRANCE 
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Frigidaire marine retr! 


has these advantages : 


* Frigidaire service and parts are avail- 
able in almost every country and port 
in the world. 


ind advice ¢ 


e direct to | 


FRIGIDAIRE 


ISION OF GENERAL MOTORS LIMITED 
PELEPHONE : COLINDALE 6541 
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[* August 1947 the first vessel ever to be propelled at 

sea, by a gas turbine, successfully completed its initial 

trials for the Royal Navy. This craft powered by a 2,500 MTB * 
SHP Metrovick Gas Turbine has since undergone full 5559 
scale endurance trials including an extensive tour of 


Scandinavian ports in 1949. These trials have amply 





demonstrated the suitability of the gas turbine for small 
craft where high speeds may be required for limited 
periods and at short notice. Metropolitan-Vickers have 
employed all the wide engineering experience at their 
disposal both in the designing and building of this type 
of power unit, fully realising the widening field of this 
great advance in propulsion since the advent of the 


internal combustion engine. 


METROVICK GAS TURBINES 





METROPOLITAN-VICKERS ELECTRICAL COMPANY LIMITED, TRAFFORD PARK, MANCHESTER, 17 


Wember of the A.E.1 up of « 


UA AENOME SD Makers of fine marine machinery 
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TAXATION AND REPLACEMENT COSTS 


LVIDENCE continues to accumulate, as the accounts of 
the shipping companies are published, of the serious 
effects of the modernisation of the British Mercantil 
Marine which are due to the existing system of assess 
ing profits for taxation purposes. It is true that, in 
common with other industrial shipping 
companies have been showing profits i 
recent months, but it is an illusion, for so long as the 


enterprises, 
increased 


value of money is depreciating a greater number of 
pounds is required to express the same value as time 
As Mr. J. P. Philipps has pointed out, in 
his statement to shareholders of the United British 
Steamship Co., Ltd., reproduced on another page, th 
popular belief that current industrial profits are exces 
sively high is based on a fallacy. In the first place, 
more than half of those profits go to the Exchequer in 
taxation, and out of what is left shipping companies 
must provide funds with which replacement tonnage 
ean be built. In an inflationary 
rising costs, shipowners must be continually increasins 
the sums set aside out of profits in order to replace 
their ships when they become inefficient, uncompeti 
Unfortunately, under the exist 
ing system, the tax gatherer reaps his share of profits 
before they can be allocated to replace ment reserves. 
As Mr. A. F. Hull has put it, ** surely it is not out 
rageous to ask that when a shipowner is ready and 
willing to put his profits back into ships, he should 
not have half those profits taken away from him?” 
Protits distributed to shareholders deserve to pay the 
full rate of tax. but if they are withheld from share 
holders and used to maintain the fleet, and thus provide 
employment, there should be some relief. 


Then there is the 
charges. Here again, what might be a reasonabl 
charge in a period of stable costs becomes an unreason 
able imposition in a period of increasing inflation. Sir 
William Souter recently gave an example of the present 
system. His company recently sold the Sheaf Holme, 

prewar cargo vessel which realised the sum of 
£197,972. Out of that total, no less than £49,105 had 
to be paid to the Exchequer as a ** balancing charge.” 
leaving a net amount of {148.867. Yet to build a 
similar ship to the Skheaf Holine today would cost at 


foes on. 


period of steeply 


tive and obsolescent. 


vexed question of balancing 


Current 


The Verdict on Nationalisation 
EVERY 
has, so far, failed to justify the hopes of its advocates. 
industries and the 


responsible person admits that nationalisation 
The nation was to own the basi 
workers were to labour for the community and not, 
as under private enterprise, in) pursuit of their own 
selfish interests. As the Minister of Transport in the 
last Government kas admitted, they have not played 
the game. Mr. Attlee and his most intimate colleagues 
decided before the General Election that the National 


least £550,000. Che company must, therefore, tind 
another £800,000 to re place her, and this money must 
come from profits; yet the tax collector must have his 
more than half of the profits, so that more than 
£600,000 must be earned in addition before the ship 
can be replaced, apart from any question of paying 
dividends. The only alternative must be to ask the 
public for more and more capital, and this situation, 
as Mr. Philipps has declared, must mean that the o!d 
capital has in effect been seized by the tax collector 
and spent by the Government just as though it wer 
current revenue. 

As regards the proposed excess profits tax, Mr. 
Philipps expre ssed the fears of many industrialists 
when he suggested that the new tax must be worse in 
its effects than dividend limitation unless it is at th 
same time the Chancellor’s intention to change the 
whole basis on which profits are computed, in such a 
allow sufficient funds to be put by 
annually, before assessing taxable prolits, to provid 
in full for the estimated cost of replacing assets. How 
else can industry be expected to maintain its capital, 
and thus its earning capacity, when the cast of replace 
ment of assets is bound to be many times higher than 
the original or ** historic The difficulty faces 
ill industry, but the shipping industry is perhaps the 
worst sufferer. Not only are new ships costing 400 or 
500 per cent more than the vessels thev replace, but 
these assets have a maximum eflicient life of little over 
20 vears, and then must be replaced at one fell swoop 

not piecemeal, vear by vear. 
for a shipowner to get a fixed price from a shipbuilder, 
with the costs of labour, materials and components 
nereasing day by day. Mr. Philipps certainly has 
serious grounds for his fear that if these conditions 
persist there must be a gradual and steady decline in 
the replacement of the British Mercantile Marine. Av 
analysis of the ave and structure of the fleets, and of 
the types of ships on order or under construction at 
the moment, unfortunately substantiates his fear. In 
the end, this movement can only mean a heavy loss 
of invisible 


manner as to 


i : 
cost ? 


It is not even possible 


exports and, eventually, economic ruin 
ind a permanently low standard of life for the peopk 
of this island country. 


Events 


gJoards should be given time to settle down and fulfil 
their ideological dreams before any further measure of 
What is the position 
today? It is no matter of controversy that, in’ spite 


nationalisation was implemented. 


of many 
in the 
insufficient coal is being brought to the 


millions of pounds spent on mechanisation 


mines and improving the lot of the miners, 


surface and 
much of the coal which ts put on the market, though 
it is sold at fantastic prices, ts of poor quality; exports 


ire at oa lower figure than at any time in living 
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memory. The State-owned transport system, which is 
also monopolistic, has certainly not realised expecta 
tions and costs, reflected in higher freight charges, 
continue to go up, being an additional burden on other 
industries which are still in private hands. Again, the 
Electricity Board has not given the country enough 
current, though it has repeatedly raised its charges; 
it has, on the other hand, provided its members with 
luxurious offices. In these industries, nationalisation 
has come to stay and one of the urgent tasks of the 
present Government is to devise ways and means to 
inake them more efficient and more economic. The 
Roards are on trial. In the meantime, as has been 
remarked, the leaders of the Opposition, though they 
intend to fight against the denationalisation of steel, 
have made no declaration in favour of any further 
experiments. It is, in fact, gonceded that it would be 
well to watch how the present Boards justify their 
existence and, while promoting the interests of their 
employees, prove that they can also serve national 
interests by doing better than private industry in other 
spheres. The whole of the maritime industries have 
done well by the nation in the past, are doing well 
by it today and, it may be safely assumed, will con 
tinue to do so in the future if managements are not 
crushed by unjust taxation and handicapped by regu 
lations and restrictions issuing from the departmental 
offices in and about Whitehall. 


Effective Criticism 


THar is, broadly, the position so far as the national 
ised industries are concerned, and responsible politicians 
of all parties are content to “twait and see’, in’ the 
Asquithian phrase. But the National Committee of the 
Cooperative Party, which helps to finance the Socialist 
Party, is looking forward already to the day when the 
swing of the electoral pendulum will put the Socialists 
in office once more. It is not lowering its flag, in spite 
of the deficits of the existing Boards, but ts laying 
ts plans for the time when a working majority in 
the House of Commons will be in a position to carry 
further. The committee = is 
critical, it is true, of the schemes which have already 
heen adopted. It admits that mistakes have been made, 
but regards the nationalisation of the basic industries 


nationalisation a stage 


is the sine qua non for increase in output. The com 
mittee urges that the machinery of administration in 
the public utilty group of industries, such as gas and 
electricity, 1s too remote from the people it exists to 
serve. As a remedy, the division of the productive and 
distributive functions is proposed, the responsibility 
for production remaining with the existing Boards, 
ind distribution being entrusted to Boards formed of 
representatives of the local authorities. It is suggested 
that the larger local authorities should act as main 
listributive units, with joint Boards representing the 
maller local authorities elsewhere. 


More Nationalisation ? 


Bur the committee nails the pirate’s flag of national 
sation to the mast--for nationalisation of businesses 
created by private individuals under the protection of 
the law as hitherto administered is a form of piracy 
the seizing of goods which are the property of enter 
prising men of courage and resource, who took risks 

that their customers might benefit, as they 

n fact, benefited. Competition has proved to 
key to efficiency. The committee declares that the party 
it represents will continue to urge that public owner 
ship must ultimately be extended to shipbuilding, the 
chemical industry, certain branches of engineering, and 
the manufacture of building materials, including 
cement. In the meantime, it is urged that publhe 
control over these industries is) desirable, by — the 
vequisition of shares in existing undertakings or by 
the appointment of directors representing the public 
interest. That is not the whole story of this conspiracy 
iainst the industries which, under private enterprise, 


made this country prosperous. The committee, finally, 
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faces the problem of the ineflicieney of monopoly 
administration and urges that the Exchequer must step 
in and balance the accounts wherever a plausible case 
can be made out. It is significant that in examining 
the finances of the various National Boards set) up 
during the past five or six years, the committee gives 
its support to the claim that they should not be 
expected to bear the full burden of compensation pay 
ments, and that, where an industry for reasons other 
than commercial for defence reasons, for example, as 
in the case of the railways-has to carry an undue 
burden of capital, the Exchequer should take steps to 
relieve it of the excess charge. Hf railways are to he 
subsidised, what about shipping and shipbuilding and, 
indeed, all the maritime industries? The railways are 
now a monopoly; they have not to face competition, 
domestic or international, as shipping and the other 
maritime industries must do. There is competition 
between British shipping companies and increasing 
competition against overseas rivals. Shipping is essen 
tial to the defence of our freedom and livelihood against 
any enemy. So if the railways, as is now urged, should 
he subsidised, what attitude would these spendthrifts 
of the taxpayers’ money adopt towards shipping, the 
lifeline of this community of islanders, and its asso 
ciated industries? Would the National Boards, having 
bought out the shareholders, ask to be relieved) of all 
or part of the interest’ charges which the present 
directors bear without complaining ? 


Debt to British Seamen 


THe sheep farmers of New Zealand after the First 
World War worked out a novel and practical way of 
acknowledging their debt to British seamen. They 
started a fund in 1920 out of which British boys, the 
sons of British seamen or airmen killed or disabled 
during the war, could be sent to New Zealand to be 
trained in and established for a career in sheep farm 
ing. That fund is. still available, and by last) year 
the trustees had distributed £232,000 and still held 
£130,000 for future operations; so that every year 15 
British boys between the ages of 15 and 17, whose 
fathers were seamen or airmen killed or incapacitated 
during the Second World War, can avail themselves 
of it. Each boy receives a passage to New Zealand, 
kit valued at about £100, a year’s training at Flock 
House, the New Zealand Department of Agriculture's 
farm training school, an apprenticeship until the age 
of 21, and his savings subsidised to the extent of I5s. 
in the pound to the limit of £250. The task of recruiting 
hbovs for the scheme falls on Mr. E. L. Smith, the 
secretary of the Royal Alfred) Merchant Seamen’s 
Society, and it ts, perhaps, surprising that he does not 
find the task easy. Although the full) quota’ was 
obtained last year, only 29 boys have gone to New 
Zealand under the scheme in three years, and many 
more apphecations must be received if 15 more boys 
are to be ready to sail next April or May. There must 
be many sons of British seamen who lost their lives 
during the Second World War who will now be about 
the right age and glad to avail themselves of this fine 
opportunity, if only their guardians or surviving 
got to hear of it. Many seamen serving in 
British ships today must have had comrades whose 
sons would qualify, and the welfare departments of 
the shipping companies might also be able to assist 
Mr. Smith in his task. 


parents 


American Tramp Shipping 


Despite th 
American tramp shipowners are not unnaturally con 
cerned about their competitive ability when conditions 
return to normal. In looking to the future at a time 
of present: prosperity, they are acting wisely, as the 
British tran ywners have done, in formulating their 
cooperative scheme. A tramp shipping fleet under the 
American flag is, of course, a new phenomenon, which 
appeared in the abnormal aftermath of the Second 
World War. Whether it has a permanent place in the 


prevailing high level of freight rates, 
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economics of world shipping still has to be proved; 
but the American owners themselves are determined 
that everything shall be done to implant in the minds 
of Congress the thought that the existence of American 
tramp shipping is a vital national interest. A’ recent 
development has been the formation of a Committee 
for the Promotion of Tramp Shipping, which has now 
started publishing a quarterly pamphlet on the sub 
ject. It points out that tramp shipping is one of the 
few American industries that compete directly with 
foreign competitors without the protection of tariffs 
and unaided by subsidies, and it goes on to assert that 
the American tramp fleet) cannot survive without 
assistance unless there is a halt in the rapidly rising 
cost of ship operation. The major differential between 
American and other flags, as far as operating costs 
are concerned, is that of wages, and the basic wages 
in American flag vessels have risen, it is stated, 80 pet 
cent since the end of the war, and over 260 per cent 
since before the war. This is also the subject of the 
November Shipping Survey issued by the Association 
of American Shipowners, which contends that unsubsi 
dised American shipping is being threatened by spiral 
ing wage costs. Comparative figures show that in 1947, 
when the British seamen’s basic wage, excluding 
efficient service pay, was raised to £20 a month, the 
American seaman was receiving $182.85. The American 
basic rate is now $262.84, while the British rate is now 
to be increased to £24, or $67.20 at the existing rate 
of exchange. What the American tramp owner wants, 
it must therefore be presumed, is a combination of 
protection (some nations would call it discrimination) 
ind Government subsidies-a poor prospect for the 
nations who depend on shipping earnings. 


Use of the Reserve Fleet 


THE com™Mitree for the Promotion of Tramp Ship 
ping also has some interesting things to say in a short 
article under the title of ** Free Competition in Tramp 
Shipping ”. It notes that when the excess of tonnage 
over demand is great, freight rates fall to unremunera 
tive levels and the only remedy available to shipowners 
is to lay up their fleets. Since frequently losses are 
minimised by keeping a vessel in operation, a strong 
dampening effect is exerted on rates in a dull market. 
On the other hand, at the peak of the shipping cycle, 
when demand outruns the supply of tonnage and the 
opportunity occurs of recouping previous losses and 
building up replacement reserves, in recent years, the 
Committee complains, the great reserve fleet of the 
United States has been used to control rates. The 
Committee considers that it is essential that surplus 
tonnage should be broken out in times of unusual 
emergency to meet national and international needs, 
‘but too frequently in recent years the determining 
factor in the amount of tonnage released has not been 
the physical need alone. Reserve tonnage has been 
used as a lever to depress tramp rates at the peak of 
the evele, although no efforts have been made to 
bolster the market during the troughs.”’ The Com 
mittee claims, therefore, that adequate consideration 
should be given to American long-term maritime policy 
in determining the amount of Government-owned ton 
nage released from the laid-up reserve fleet in times of 
emergency. It is difficult, for British eyes at any rate, 
to visualise how this suggestion accords with the 
concept of free competition in tramp shipping. 


The Attitude of Port Labour 

Wuar he called ‘* the canker of unofficial strikes ” 
was referred to by Mr. A. F. Hull at the annual dinner 
of the Glasgow Shipowners’ & Shipbrokers’ Benevolent 
Association. He was sure that the majority of dock 
workers honestly preferred to do a day’s work and 
earn as much as they could, but men who had not the 
slightest desire to go out on strike were being intimi 
lated, by ‘ta subversive element inspired by a foreign 
ideology ee to leave their work on the flimsiest of 
excuses, often in defiance of their own unions. This 


Cc 
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spirit of indiscipline, and the refusal to permit the use 
of time-saving appliances are, of course, seriously inter 
fering with the turnround of ships in British ports and, 
if continued, will make the continuance of our vital 
export trade a virtual impossibility. There have been 
some outstanding examples of this recently in’ the 
Port of London. As Mr. J. W. Coats told the short-sea 
liner section of the Chamber of Shipping, the ‘go slow” 
at Tilbury and the ‘twork to rule’ of the London 
lightermen has so hampered work and congested 
wharves that it will be months before the mess is 
cleared up. The refusal of the corn porters to work the 
new grain elevator is another example of the misguided 
attitude of port labour, reminiscent of the famous 
Luddites. The fear that by speeding up work they will 
he doing someone out of a job has been proved time 
and again by Amertcan workmen to be totally un 
founded, and, in fact, the opposite is generally the case. 
As Mr. Hull put it, with striking clarity, ** It would 
be just as sensible to prohibit the use of penicillin on 
the ground that the undertakers were losing business ” 
Mr. J. P. Philipps has also spoken on the same lines, 
pointing out that far from causing redundancy, the 
use of new machinery tends to improve the earnings 
of workers by creating more work, and by reason of 
increased output at a lesser cost full wages can be 
paid for a shorter working week. To put the cart before 
the horse, as port labour is doing by impeding output, 
is nothing but economic suicide. 


Radio-Telephony for Tankers 


THE INSTALLATION of V.H.F. radio-telephony in 37 
Esso tankers, which is at present being carried out 
by Rees Mace Marine, Ltd., with Pye equipment, is 
claimed to be the largest project of this type yet to 
be carried out in a single fleet. The equipment is for 
use when approaching Fawley, where the Esso Petro 
leum Company’s new refinery, the largest in Europe, 
was opened in September. Shipping in Southampton 
Water nas to maintain wireless silence, on account of 
the large number of ships in the area and the over 
loading of the M.F. marine wave band that would 
otherwise result. V.H.F. radio-telephony, however, can 
be used. A shore station has been set up at Fawley, 
with the aerial mounted on top of a house. The radius 
within which signals can be received is about 30 miles, 
covering the Solent, Spithead and Southampton Water. 
It is thus possible for masters of tankers to be informed 
of conditions at the jetties and to receive orders as to 
the time and position for berthing, while they can also 
inform the office before their arrival alongside of any 
requirements. This may on occasions allow a quicker 
turnround. A feature of V.H.F. radio-telephony is the 
low power required, The transmitters in these instal 
lations, which have the same equipment for the shore 
set and for those in the ships, radiate only 15 watts. 
Another installation being carried out by Rees Mace 
in this area is that of eight tugs belonging to the 
Southampton, Isle of Wight & South of England Royal 
Mail Steam Packet Co., Ltd., which operate in 
Southampton waters. 





SAYINGS OF THE WEEK 


“WE WORK OR WE STARVE”’ 


“We in this country are now old enough to be told the facts of 
life. The issue is quite simple : we work or we starve. The ban 
on overtime and go-slow, especially in the docks, are an insidious 
and deadly attack launched not against the employers, but against 
the nation at large.’’—Mr. A. F. Hull, chairman of Ellerman Lines, Ltd. 


UNREASONABLE BALANCING CHARGES 


“It might have been argued that this (balancing) charge, based 
as it is on the original or ‘historic '’ cost of those old ships, in 
principle would have been reasonable had replacement costs re- 
mained static, but it d2finitely cannot be reasonable when the cost 
of replacing vessels sold has risen by as much as 400 or 500 per 
cent.—Hon. J. P. Philipps, chairman of the United British Steamship 
Co., Ltd. 
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ON THE “BALTIC” 


SHORTAGE OF TONNAGE AND LACK OF COAL 


By BALTRADER 


PHERE is a widespread demand for cargoes of coal from 
Calcutta; all of it will not he satisfied, because stems 
ire not sufficient to cover the whole of the inquiries, 
ind even if they were there probably are not enough 
Would-be charterers 
have to compete with orders freely circulating for the 
carriage of manganese ore and salt from other Indian 
ports. Cargoes of Calcutta coal are que ted for discharge 
in Japan, Hong Kong, Australia, the United Kingdom 
ind) Denmark. The two last-named destinations will 
occupy tonnage for a passage of a month or more, 
is compared with a maximum trip of three days with 
British coal for Denmark. Earlier in the year, vovages 
ot ilmost eoual length were 


ships available for the purpose. 


involved in’ supplying 
Denmark and other European countries with South 
African coal. Until the breakdown of coal exports last 
summer, or rather in the winter months of South 
Africa, that country was providing continuous employ 
ment for shipping in irryipg. coal to Karachi and 
Chittagong to take the place of Indian coal. Last week, 
there were fixtures of coai carriers from Hampton Roads 
for the journey of 10,400 miles to Chittagong, which 
s 330 miles from Calcutta. Simultaneously Indian coal, 
so badly needed by Pakistan, will journey from Caleutta 
to the United Kingdom. No one thought of these absurd 
irrangements until the British acknowledged the right 
of the people of India to go their own sweet way. 


North Pacific Grain and Lumber Market 


Pacific market for grain and lumber shows 
very sig of steadiness because mnquiry continues and 
tonnage has to be drawn from afar; few tramp ships 
irrive with cargo anywhere within thousands of miles 
of the North Pacific Coast. There have often been 
times when owners were prepared to send their ships 
to that area in ballast from this side; today there 1s 
too much inducement offering on both sides of the 
Atlantic to allow the North Pacitie to compete for 
ships discharged in) Europe. This has appled with 
greater force since cargoes of motor cars ceased months 
go to be available for export from Great Britain to 
gritish Columbia. Looking in the opposite direction, 
there is not much cargo offering for shipment in the 
Far East, but neither is there much tonnage coming 
vailable there. Earlier in the year there was heavy 
hartering of ships with salt from the Mediterranean 
ind the Red Se: 

salt have mounted in Japan. sufficiently to enable 
it country to restrict further imports for a while. 


to Japan, but in recent months stocks 


Phe omparative shortage of tonnage in Japan has 
he effect of stiffening the North Pacific market, which 
relies to a great extent on ships arriving in ballast from 
the Far East. Lately there has been a marked decline 
n shipments of grain and soya beans from Manchuria 
ind North China. A few vessels have been taken for 


that area to India at firm rates on account 


grain trot 
f the shortage of tonnage already mentioned and of 

North Pacitic. The 
iwctivity of early months in chartering from Dairen o1 

North China to Europe has been entirely lacking; 1 

this trade revives, as seems likely, the North Pacifi 
Il} be further deprived of available tonnage. 


the competitive strength of the 


Grain from Australia 


It is to Australia that the North Pacitie charterers 
look for tonnage with most expectation. Chartering 
omewards from there is very slow to develop and the 

irterers are making the most of their opportunity. 
Ihe rate of 120s. for bulk grain ex silo from West 
Australia, South Australia or Victoria was deemed to 
he too low by most owners, but 2s. 6d. less was accepted 
last week. The late opening of chartering from Australia 


is a repetition of the circumstances of a year ago. One 
may expect a better demand early next vear, and 
owners may then benefit by a more healthy competition 
for tonnage as between Australia and the North 
Pacific, and perhaps Nerth China as well. 

The prolonged shortage of tonnage in the world since 
the war is to a great extent due to the lack of coal 
in Europe and rice in Asia, giving rise to great move 
ments of cargo from North America—coal to Western 
European countries and grain to India. The freight 
position has, of course, been strongly affected by re 
armament and stockpiling, and it has been aggravated 
by political interference with normal trade, causing 
buyers to look far afield for commodities which used 
to be obtainable at their door. India and Pakistan have 
been mentioned already; there are also China’ and 
Japan, which used to trade with each other. Instead, 
Japan has to look elsewhere for the salt and coal which 
she used to ship from China. Japan now also depends 
on the Eastern United States for soya beans and grain, 
whereas Manchuria is her natural larder. 


The Freight Market 


Eastern North America has again been the most 
active market, and many fixtures for coal and grain 
have been arranged. Two * Parodi” ships are fixed 
for coal from Hampton Roads to Antwerp or Rotterdam 
at $10.50, option Germany $10.95, for loading January 
February and February” respectively. Voyages for 
similar employment from January to June are fixed 
at $10.50. Tonnage has been taken for Hampton Roads 
to West Italy at $11.70, January/February. The 
irgodon, 42,000 quarters, is fixed for heavy grain from 
U.S. north of Cape Hatteras to U.K. or Antwerp-Ham 
burg range at 22s. 6d. per quarter, January 1/21. The 
irgolih is chartered, Gulf to U.K. Continent at 26s. 3d. 
per quarter, heavy grain, January, and the Durham 
Trader similarly for January 18/February 7. The 
Gladiator is tixed from Eastern U.S. to West Coast 
India at $23, heavy grain, January. The Japanese 
Shoyo Maru has accepted 187s. 6d. Gulf to West Coast 
India, heavy grain, February/March, a cut of 7s. 6d, 
The Ogna is fixed for limber, North Pacific to U.K., 
at £32 per standard, March April, but €34 has been 
paid for a January vessel with February 5 cancelling. 
The Asakirisan Maru takes iron products, Rotterdam to 
Galveston, at $6.50 f.i.o., followed by Gulf/U.K. sul 
phur at 125s. A vessel of medium size is fixed for maize 
from Yugoslavia to U.K. at 95s... December/ January. 
Black Sea to U.K., heavy grain, has been accepted at 
100s... February; Caleutta to Japan coal, has paid 
117s. 6d., January, and Marmagon to Japan, manganese 
ore, 108s., January/February. There is fairly active 
inguiry on time charter basis, including long periods. 
The Vesteroy (m.v.), 9,350 tons deadweight, 135 knots 
on 17 tons, is fixed for 12 months at 51s. 6d., delivery 
Australia, February/March, redelivery Australia, for 
the phosphate trade. 


Air Charter Business 


Although Christmas traffic is not an important feature 
of air charter business this vear, most aireraft are fully 
engaged for some time to come. Further supplies of 
chartered planes are required for Government employ 
ment for which tenders have been invited. Brokers 
report a great increase in inquiry for transport of cattle 
by air, particularly from Ireland to the Continent. 





THe First cargo of timber to be received at Newport 


Docks since re the war was unloaded recently from the 
steamer Sug Refiner. 
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TAXATION POLICY AND SHIPPING 


A STUDY OF THE EFFECTS OF TAXATION ON MARITIME NATIONS 


By HECTOR GRIPAIOS, B.A., M.Sc. (Econ.) 


TaXaTION may be said to influence shipowners prin 
cipally in the following ways: (a) wear and _ tear 
allowances; (b) initial allowances; (c) balancing charges; 
(d) taxes specially applicable to shipping; (e) the many 
factors entering into the calculation of income liable 
to taxation. 

Wear and Tear Allowances 


(a) Wear and tear allowances for new vessels vary 
within limits between various countries. For example, 
Norway and Denmark permit, 8 per cent for tankers, 
by comparison with 6} per cent in the United Kingdom, 
and 5 per cent for German tankers employed on dirty 
trading. The country which appears to be most favour 
ably placed in this respect is Sweden, where it. is 
customary for * free’ depreciation to be allowed, 
subject in the case of vessels built im 1951 only to a 
10 per cent investment tax on amounts written off in 
excess of 10 per cent of the building cost. Norwegian 
owners, in addition to being allowed comparatively 
favourable wear and tear rates, are also allowed in 
certain circumstances to place up to 20 per cent of 
their annual taxable income into a tonnage replace 
ment fund. While allocations of this kind are exempt 
from taxation, the Government reserves the right of 
deciding the appropriate time for the release of these 
funds for their proposed purpose. 

This is a policy which may well be copied by other 
countries as a means of combating cyclical fluctuations 
in capital industries such as shipbuilding. The owner 
may not like having his replacement policy controlled 
in this way, but the tax exemption is probably an 
adequate inducement. The shipbuilding industry will 
undoubtedly benefit inasmuch as the Government will 
certainly opt for these replacement funds being utilised 
when demand fer new tonnage and employment in the 
shipbuilding industry is’ slack. 

On the other hand, Dutch shipowners have since 1946 
had the option of adopting a ‘* declining balance ” 
method of calculating wear and tear for tax purposes. 
Twenty per cent can be written off the value at which 
assets appear In the books In each successive year, so 
that almost 50 per cent of the original cost’ can be 
written off within four years’ trading. 


Rising Costs to Continue 


(b) Since the middle 1930s shipbuilding costs have 
risen almost without interruption, and there is now 
i generally accepted presumption that this trend will 
continue in the near future. In these circumstances it 
follows that the more rapidly owners are able to replace 
their fleets the more advantageous will be their position, 
especially if they have expansion in mind. In this 
context, initial allowances are of great importance, 
although these should) be considered in’ conjunction 
with the wear and tear, and “ free” 
illow inces discussed above. 

In the United Kingdom 20 per cent initial allowances 
were introduced in 1945, and these were increased to 
0 per cent in 1949, only to be suspended by the Finance 
Act, 1951. Holland permitted 33 per cent initial allow 
ances up until 1950, when the existing arrangement 
by which the initial allowance could be claimed in 
one year was modified to 10 per cent, which is the 
present maximum permitted during any one year. 
Norway operated until October 1950, when they intro 
duced the tonnage replacement funds described above, 
a scheme often referred to as the ‘‘ overprice *’ system, 
which was tantamount to an initial allowance. It was 
possible to write off within five years, in the case of 
during 1950, the difference 


depreciation 


vessels contracted — for 


between the first cost and what was considered to be 


the ‘‘ normal” value of the vessel, which was taken 





In the November issue of WORLD SHIPBUILDING, Mr. 
Gripaios contributed an article on ‘‘ Taxation Policy and 
Shipbuilding.’’ Since shipowners are the customers of 
shipbuilders he dealt in some detail with the effects of 
taxation on shipowners. That part of the article which is 
concerned with the effects of taxation on the ability of ship- 
owners to replace their fleets is reprinted in the accompanying 
abstract. 











to be 80 per cent above the corresponding 19389 price. 
If it is said that 1950 prices were 200 per cent above 
1939 prices, then it is possible to conclude that this 
Norwegian arrangement amounted to an accelerated 
wear and tear allowance on about 40 per cent of the 
first cost. Danish owners are also allowed to write off 
within three years the difference between prewar and 
postwar building costs. 

The only difference here with an initial allowance 
is that the amount involved has to be written off over 
several years, and ts restricted in any one year to 
30 per cent of the taxable income. Initial allowances 
permit not only accelerated depreciation, but also the 
possibility of obtaining tax relief on any instalment 
payments which may have been made to the builders 
hefore the vessel comes into service. Naturally the 
prospect of rapidly paying off capital first cost improves 
the chances of raising the necessary capital, and reduces 
the lability to interest charges. 

(c) Great as has been the controversy about the 
balancing charges imposed in the United Kingdom, 
where capital appreciation is not taxable, it) should 
he realised that in other countries where this 1s_ the 
case, such as Holland, even greater burdens are 
imposed upon shipowners. There must have been many 
oceasions during the last year when being subject to 
balancing charges cost owners more than 10 per cent 
of the cost of the new or other vessel which they were 
acquiring. 

Effect of Balancing Charges 


The influence of these charges upon the shipbuilders 
of nations imposing them has not been felt in a period 
of shipyard activity, but generally they must weaken 
the position of owners who are contemplating the 
disposal of a vessel at a price above the written down 
value for taxation purposes with a view to_ part 
financing a new building. Traditional British tramp 
owning policy was to sell, and replace with new ton 
nage, vessels which had been in service for about 10 
vears. This kept down the average age of the British 
tramp fleet, thereby maintaining its efficiency, at the 
same time providing employment in the British ship 
yards. Balancing charges impede this policy, and may 
in the long run have an adverse effect on both the 
shipping and the = shipbuilding industries of those 
countries which tmpose them. 

(d) Some countries levy special taxes on shipping 
such as the 35 ore (about 4d.) per ton per month and 
the 4 per cent freight equalisation tax which are levied 
by the Norwegian Government. Denmark has recently 
levied a once and for all levy of Kr.15 million on the 
shipping industry. At the other extreme are Panama, 
Honduras, and Lihe ria, where taxes and other dues 
are significantly small by comparison with European 
countries, although the direct consequences for ship 
builders here may not be very great) inasmuch as 
operators under these flags will probably build in’ the 
most competitive yards. Indirectly, however, the result 
may be that tonnage will migrate from European 
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countries, possibly undermining an established relation 
ship between owners and builders. 

(e) In addition to the above there are many other 
considerations which influence the tax liability of firms, 
such as the number of years’ losses which may be 
carried forward for taxation purposes, whether wear 
and tear is allowed on original or some other valuation, 
ind whether or not an “* averaging of profits is per 
mitted. Many different) principles could) be observed 
Belgium only permits the carriage 


here; for example, 
forward of losses for two years, as compared with the 
normal practice of six years in the United Kingdom. 
On the other hand, in 1947 Belgium permitted the 
revaluation of assets at 2) times their 1939 values for 
taxation purposes 

Belgium acted in a similar way in 1928 as a result 
of the 1926 devaluation, and this is an example which 
will probably have to be followed by other countries 
is replacement costs continue to rise, at the same 
time making wear and tear allowances on the original 
cost of equipment progressively inadequate. Holland 
idopted a similar arrangement in 1950 when a doubling 
of the book value of vessels built before 1942 was per 
mitted, without being subject to taxation. This resulted 
in a doubling of the depreciation allowances of these 
vessels as from January 1950, and provided substantial 
issistance to owners faced with the problem of inflated 
replacement. costs. 


Summary 


It is apparent that there is no easy way of assessing 
the relative influence of different tax systems. Perhaps 
the best, and by no means perfect, method will be 


to examine how shipowners operating under different 
flags have progressed in the postwar period, Two things 
ire of importance here, whether fleets have been 
expanding or not, and whether or not they have been 
thle to maintain an adequate number of modern 


vessels. 


TABLE | 


Paxation will not be the only factor exerting an 
influence on the figures shown in Table I. Losses 
sustained during the war, the effect of subsidies and 
other Government assistance, together with the com 
petitive strength of fleets will also be important con 
siderations. However, taxation is one of the most 
important single influences, and it is interesting to 
ompare generally different) tax systems with the 
progress of various fleets in the postwar period. The 
two principal features of a taxation system will be 
the severity of the rates of taxation, and the adequacy 
of measures for relief from taxation. 

The United Kingdom fleet shows the smallest increase 
between 1939 and 1950 and it is probaoly not a co 


neidence that British taxation is higher than that of 


maritime competitors, while her measures for 
ion relief are not as favourable as those to be 

in most other countries. Sweden, on the other 

with relatively low taxation and ** free ’’ depre 

ition, displays the largest rate of increase. Norway 

ias relatively high taxation, and at the same time 
omparatively favourable measures for taxation relief. 
Holland’s taxation 

countries, as does her ** declining balance 


compares favourably with some 
system of 
depreciation, and her revaluation of vesse Is built before 
1942. But her taxation of capital appreciation and het 
general problems, — particularly 
issociated) with reconstruction, have been adverse 
factors. It is unfortunate that it is not easy to isolate 


postwar economic 


the consequ ‘ varving rates of taxation on 


competitive 
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Turnround and Taxation 
Shipping Problems of the Moment 


THe many difficulties facing the shipping industry were 
referred to by Mr. Alan C. Bulmer, chairman of the Tees 
Shipping Association, and Sir Guy Rovner, when they spoke 
at the annual dinner of the Association. Mr, Bulmer 
characterised heavy taxation, unsheliered competition in a 
world market, rising costs and serious delays in port as 
some of the problems. He said that the drain imposed by 
taxation was imperilling the future of the industry and its 
capability to ensure the continuing existence of a competi 
tively efficient Merchant Navy, There was no protected 
home market for shipping, which must operate and hold its 
own in international markets where the test of success was 
in ability to render efficient service at a cost’ comparing 
favourably with that of foreign competitors. Costs con 
tinued to rise and the position had now been reached, 
rrespective of the presence or absence of distributed profits, 
where the wastage of fixed assets could not be replaced, 
and it might be that there would be a gradual decline in 
fleet size and efficiency. 

Turning to port delays, Mr. Bulmer described these as 
“a malignant disease which is eating into the efficiency of 
the industry throughout the world."" When it was realised 
that the average cargo ship of 10,000 tons accounted for 
some £600 a day, the losses on this score assumed an 
appalling and fantastic figure Ships were spending too 
much time in ports in this country and this contributed in 
no small measure to the increase in the cost of living 
“Cargo handling generally in British ports is definitely in 
eficient’’ added Mr. Bulmer. ‘*‘We are not getting anything 
ike a reasonable quantity of work done for the outlay and 
it would seem that the solution les in the efficiency, by 
reform, of cargo handling on a modernised mechanical basis, 
together with an improvement in human relations.”" He 
iverred that the efficiency of Continental ports was attract 
ing, and indeed sapping, much of our trade 

Sir Guy Ropner also referred to the crippling effects of 
high taxation, While it was recognised that the Govern 
ment had to raise money for rearmament, it should also 
be realised, he said, that the results of taxation at its 
present level were making it extremely difficult for British 
shipowners to replace redundant tonnage and_ still more 
impossible for them to increase the size of their fleets 
gritish owners were handicapped because out of each 
£100,000 profit a shipping company made about £60,000 wa 
paid out in taxation, in addition to which provision had to 
be made for service, repairs and dividends, and the company 
might be left with about £10,000 net out of each £100,000 
earned, This meant that the lifeblood was being sucked 
out of the industry, particularly when it was realised that 
it cost about £500,000 to provide an ordinary tramp steamer 
today 





Turkish Port Developments 


Last year Turkey was granted two loans from the Inter 
national Bank for Reconstruction and Development, totalling 
$16,400,000, for the development of ports and grain storage 
facilities The Monthly Trade Journal of the British 
Chamber of Commerce in Turkey reports that the Ministry 
of Public Works has appointed the Danish firm Kampsax 
is consultant for the port development projects, estimated 
o cost $12,500,000 (or T£73,000,000), They include enlarge 
ment of the ports at Salipazart and Haydarpasa (Istanbul), 
Alsancak (Izmir), Samsun and Iskenderun; repairs, improve 
ments and dditions at these and other ports, including 
Mersin; and provision of a large pool of various equip 
ment and w cshon facilities Dockside grain silos are to 
be provided Istanbul (capacity 84,000 tons), Izmir and 
Iskenderun ( h of 20,000 tons), complete with auxiliary 
equipment Tenders have been called for the supply of 


tugs, cranes, cle 





Lighters for Colombo 


It will iost a year before the port of Colombo gets 
the full complement of 28 eight-tons lighters which it has 
ordered fron wo firms abroad. One firm in Holland, de 
Hoop, wil ply half the number of ghters at £2,600 
each, They e promised to deliver the first batch in two 
months and rest in March. But the second firm, Millet 
Bros., of Ey nd, will take at least another ten months 


to deliver ¢ est Their price, however, is £2,150 each 





The curr sue of the Port of Colombo Quarterly Reviex 
ontains ar icle on the history and development of the 


Bibby Li 
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Ruggedly constructed and 
well balanced, the ‘G' type Kango 
Electric Hammer is suitable for many 
types of ship scaling whilst at sea and 
in port. The hammer uses the ship's 
lighting circuit and consumes only 315 
watts. Very little effort is required to 
operate the hammer, which is supplied 
with a kit of tools specially designed 
for scaling work. 


A fully illustrated catalogue will be forwarded on request 


@The special we, 
Ship Scaling Kit of Tools Uw, 
consists of: |’ - 1; - 2° Scaling Chisels, Y 
Bull Nose Scaling Chisel 
and Ribbed Scaling Head 
and Holder. 
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Electric Hammers ltd 





MORDEN FACTORY ESTATE, LOMBARD ROAD, LONDON, S.W.19 - TELEPHONE: LIBERTY 4253-5 


s Sales & Service Depot 
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AGENTS THROUGHOUT THE UNITED KINGDOM 
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~ Since 1875 . . . when the third “Baron sy "4 
was launched as a Cross-Channel steamer, great 
strides have been made in the technique of ship 
building. This has necessitated similar strides in” 
the production of cables for wiring ships, both large q 
and small. , 

In their 75 years of progress, J. & P. have % 

) maintained the steady advance required by ship 


ers and builders. 


Large stocks of ship- M 


wiring cables are held at 3 
all J. & P. branches, 7 


JOHNSON & PHILLIPS LTD. 


CHARLTON, LONDON. S.E.7. 


ELECTRICAL ENGINEERS AND CABLE MAKERS SINCE 1875 
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NORWEGIAN SHIPPING AND SHIPBUILDING 


RECOMMENDATIONS ON THE RUNNING OF SMALL SHIPS 


By THE SHIPPING WORLD'S Own Correspondent 


In October, 1949, the Norwegian Government appointed 

committee which, among other things, was to inves 
tigate the economic possibilities of ships under 1,200 
tons gross and submit proposals on what could be done 
to improve the earning capabilities of this group of 
vessels. The committee was a representative one, with 
three Government officials, two shipowners, a repre 
sentative of the Norwegian Seamen’s Union and one for 
the Norwegian Engineers’ Union, a representative of 
Norwegian shipbuilders and one from the Bank of 
Norway, with Professor EK. W. Paulson, of the Nor 
wegian Commercial College of Bergen, as chairman. 
Recently this committee has produced its report on the 
running of small ships and its recommendations are 
bound to exert great influence on Norwegian shipping 
policies in times to come, especially as the report and 
the recommendations are all unanimous. 

In recognition of the fact that Norwegian vessels in 
the 500 to 1,200 tons gross group have practically the 
same number of crew as a vessel of some 2,000. tons 
gross, the committee recommended that an advisory 
hedy should be appointed to deal with the manning of 
small ships. It is agreed that many vessels are 
trading in waters where it is necessary, for the safety 
of the ship as well as the crew, to have a rather large 
crew, and in ether cases the vessel’s machinery and 
loading and discharging gear are so well laid out and 
so mechanised that a smaller crew can easily run the 
vessel. It should be the work of the advisory body to 
investigate each case and advise how many men the 
vessel should have. 


Change in Taxation Recommended 


As far as taxation is concerned, the committee 
recommended that the tonnage duty should not be 
levied on ships under 2,500 tons gross; and when a ship 
below this tonnage is sold to Norwegian buyers the 
seller should have the right to claim exemption from 
income tax on the proceeds of sale, just as if the vessel 
had been sold to foreign buyers. The above should, 
however, hold good only if the vessel was less than 15 
vears old. The committee also recommended a change 
in the capital taxation of small ships. Hitherto the 
value of the vessel has been decided according to the 
market value at the turn of the year. The committee 
recommended a fixed nominal value that should not 
fluctuate according to market values. Further, small 
ships should be written off more quickly. A year ago 
the Government changed the law and shipowners can 
now only write off a certain percentage, while before 
they could also use some 50 per cent of their yearly net 
income to write off what was called ** overprice.’’ The 
committee suggested that for smali ships this old rule 
should again be made valid. 

As for the building of handy sized vessels, the com 
mittee recommended that there should be close coopera 
tion between Norwegian shipbuilders and owners, as 
well as shipbrokers, in order to find out the types and 
sizes of vessel that could best be built and put to the 
best use. In addition, Norway’s ship model tank at 
Trondheim ought to be able to give good account of 
itself in this connection. 

It is, however, when it comes to the new building of 
small ships outside Norway that the committee’s recom 
mendations are of the greatest interest, for it simply 
proposes the sweeping away of all restrictions. Nor 
wegian owners, it is recommended, should be free to 
order vessels under a certain tonnage wherever and 
whenever they liked, without having to arrange for 50 
per cent loans abroad before they can obtain a Nor 
wegian currency licence. The limit the committee set 


at 2,500 tons gross and, in the case of purchase of 
secondhand vessels from abroad, 15 years of age. Other 
recommendations, as for instance that the Norwegian 
authorities should) work for a common international 
code of working hours and manning of vessels, and a 
change in Norwegian restrictions as regards the sale of 
old small vessels for scrapping, were also put forward. 
Most likely the whole report will be dealt with by the 
Storting some time next vear. 


Record Month for Launching 


November was a record month for launchings from 
Norwegian yards. Fredriksstad mek. Verksted launched 
the motor tanker Viva, of 13,500 tons d.w., a sister ship 
of the Tank Princess, which was delivered to Sigurd 
Herlofson & Company in June. The Viva is being built 
for C. H. Sérensen & Sénner, Arendal. Bergens Mek. 
Verksteder launched the motor vessel Thorsgaard, of 
7,750 tons d.w., the largest ship vet built by the yard. 
She will be equipped with a diesel engine of 5,600 h.p. 
that will give her a speed of 15.5 knots. Delivery to 
A/S Thor Dahl, Sandefjord, is expected to take place 
in April next. Another yard at Fredrikstad, Glommens 
mek. Verksted, launched the Vamos, a shelterdecker of 
1,865 tons d.w. Her main engine will be a Nohab diesel 
of 1,200 h.p., and her service speed is reckoned to be 
12 knots. The vessel will be delivered to her owner, 
Sverre Ditley Simonsen, Oslo, in) February and she 
has already been fixed for a six months’ time charter 
at a rate of 72s. 6d. Towards the end of November 
Rosenberg mek. Verksted launched the Kongstank, the 
second of the 16,200 tons d.w. series of which the Berge 
Bergesen, launched last January and delivered in June, 
was the first. The Kongstank is being built to the order 
of Brédrene Olsen A/S, Stavanger, and will be equipped 
with a Doxford diesel of 5,500 h.p. In a speech at 
the launching Mr. Sig. Bergesen d.y., chairman of the 
hoard of directors, said that the Kongstank, which is 
all welded, had taken one-third of the working hour 
that would have been required to bring a 9,000-tonner 
to the same stage of completion a few years ago. 


New Orders 


In step with the many launchings several new con 
tracts were placed with Norwegian yards during 
November.  Kristiansands Mek. Verksted is to build 
a tanker of 6,000 tons d.w. for A/S Agnes (Einar 
Saanum) Mandal, with delivery in 1956; and for A/S 
Odderé (A. I. Langfeldt & Co.), Kristiansand, a motor 
ship of 7,000 tons is to be built, for delivery in 1957. 
From Trondhjems Mek. Verksted other Kristiansand 
owners, Ingvald Bjérneboes Rederi, have orde red a 
specially built cargo steamer of 8,550 tons d.w. to be 
delivered in) 1954. At) Drammens Slip og Verksted, 
Richard Amlie & Co. Haugesund, have ordered a tanker 
of 2,550 tons d.w. to be delivered in the spring of 1954. 
She will be the first tanker built by the yard. A/S 
Thor Dahl, Sandefjord, have ordered a motor whale 
catcher from Moss Verft & Dokk. This vessel will be 
equipped with a Nordberg diesel and will be the first 
Norwegian-built motor whalecatcher. Delivery is to 
take place in the autumn of 1952. At Seutelvens mek. 
Verksted, Fredrikstad, two orders for small shelter 
deckers have been placed, one for a vessel of 700 tons 
d.w. by Jakob Misje, Bergen, and the other for a vessel 
of 750 tons by an owner in Haugesund. Fredriksstad 
mek. Verksted has bought 10,000 tons of steel in Japan. 
Most of it is plate but some sections are included. With 
the help of this steel and what the yard already has in 
stock it is hoped that another five ships can he com 
pleted. 
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UNITED BRITISH STEAMSHIP CO., LTD. 


EFFECT OF HIGH TAXATION AND REPLACEMENT COSTS 


The Hon. J. P. Philipps on the Labour Position 


THe 22nd annual general meeting of United British 
Steamship Co., Ltd., was held on December 12 at 
Winchester House, Old Broad Street, London, E.C. The 
Hon. J. P. Philipps, the chairman, who presided, said: 

rhe directors’ report and the accounts for the vear 
ended June 30, 1951, have been in your hands for three 
weeks, ind l prestime you will allow me to take them 
is read. (Agreed.) LT hope the accounts give you a clear 
picture of the state of the company at that date, but 
I shall be glad to answer any questions that you may 
wish to ask in a few minutes, 

The commencement of the year under review 
synchronise with the outbreak — of 
hostilities in Korea, and the increased demand for ship 


lappened — to 


ping space from that time onwards gradually brought 
ihout an improvement in freight rates. This improve 
ment was not immediately reflected in our earnings 
hecause vessels had to complete their existing contracts 
hefore they could benefit from-the~higher rates. It must 
be borne in mind that during the year the company’s 
fleet was reduced by the sale of two vessels, so that 
the profit shown was earned by a smaller fleet. 


Additions to the Fleet 


As vou will have noticed in the report, yout directors 
have placed contracts for the building of two further 
motor ships, making five in all now on order, of which 
the first, m.v. Barrington Court, built) by Short 
Brothers, Ltd., was successfully launched on the 
Ist inst. The next vessel will be the new Framlington 
Court, and | hope you were interested in the picture 
of her on the cover of the report. | would like to express 
our acknowledgments to the artist, Mr. F. W. Hopper, 
i director of Wm. Pickersgill & Sons, Ltd., who are 
building this vessel. This picture should give you an 
idea of the type of modern tramp ship we are having 
built for us. They are very costly, but when our new 
building programme is completed we shall certainly 
have 1 fleet of which we can feel proud and which we 
ire confident can be profitably employed for many 
years to come. 

Since the directors’ report was sent to vou another 
of our old coal-burning steamers, Uffington Court, has 
been sold at a price which would have been a great 
help in paving for our new and EXPcCnsive tonnage were 
it not for the cruel “balancing charge’ payable to the 
Inland Revenue. 


Fallacy of High Profits 


There seems to be a popular belief that current 
industrial profits are excessively high. This belief is 
based upon a fallaey, as in the first place more than 
half the so-called profits go to the Exchequer in 
taxation, then out of the remainder we have to build 
up reserves for replacement of plant (in our case ships). 
During an inflationary period we must be continually 
increasing these allocations in order to keep pace with 
ever rising costs, so if prohts are measured in cle pre 
iating pounds they must increase or industry cannot 
continue. Indeed, the fact that profits today, reckoned 
n pounds, are higher than previously is the result of, 
ind not the cause of, the fall in the value of money. 

From the profit and less account in your hands you 
vill See that, while our gross profits showed an increase 
of approximately £96,000 over those for the previous 
vear, the provision necessary for taxation increased by 
¢105.000. This phenomenal increase is largely due to 
what is known as the * balancing charge ** to which 
I have just referred in respect of the vessels which have 
been sold. It might have been argued that this charge, 
hased as it is on the original or “‘historic’’ cost of those 


old ships, in principle would have been re isonable had 


replacement costs remained static, but it definitely 
cannot be reasonable when the cost of replacing vessels 
sold has risen by as much as 400 or 500 per cent, 


Replacement Costs 


Today it is impossible to get a shipbuilder to agree 
to a fixed price for the vessel he is asked to build. 
He will only submit a tender based on the existing cost 
of labour and materials—with a clause to the effect 
that any rise in either of these items will be added to 
the price of the completed ship. 

This has been the case with our last three contracts 
which have had to be entered into without a fixed price. 
Thus the rise in the cost of steel alone since the con 
tracts were signed will have the effect of adding at 
least £25,000 to the cost of each of these vessels and, 
in addition, the increase of wages recently granted will 
add about another £25,000 per vessel. It can readily 
be understood that this is a very serious matter and 
that if our industries are going to survive, either 
taxation or costs of replacement of wasting assets must 
be reduced, or both, otherwise industry must still earn 
higher profits, which would only have the effect of 
extending the vicious circle. 

Your directors hope that the change of Government 
will, as soon as conditions allow, bring about an 
expansion of world trade by means of an abandonment 
of bulk buying, a freeing of currency restrictions, and 
a definite encouragement of multilateral trade, by 
which alone a seafaring island population such as ours 
can earn a living. 

As regards Excess Profits Tax, sure ly, if the pur 
chasing power of the pound continues to depreciate, 
this must be worse than dividend limitation unless it 
is at the same time the intention to change the whole 
basis on which profits are computed in such a manner 
as to allow sufficient funds to be put by annually before 
assessing taxable profits to provide in full for estimated 
costs of replacement of assets when they have reached 
the end of their efficient life. There can, I think, be 
little doubt that the Chancellor will see his way to 
expand beyond the present expiry date of April 1952 
the 40 per cent initial allowances on new plant. For 
it seems that British shipowners who have not yet 
replaced their prewar fleets can now only do so by 
continually asking the public for more and more capital. 
This surely must mean that the old capital has in 
effect been seized by the tax collector and spent by 
the Government just as though it were current revenue. 
I fear that if these conditions persist there must 
undoubtedly be a gradual and steady decline in the 
replacement of the British mercantile marine. That, in 
the end, can only mean a heavy loss of invisible exports 
and eventually starvation for an island population such 
as ours. 


Current Year’s Outlook 


It is very difficult to forecast the future trend of 
the freight market, but with regard to the current 
vear all I n say is that our fleet has so far been 
profitably employed, and some of the ships are fixed 
on charters which will not expire until after we close 
our next accounts. An important element in the situa 
tion today the reluctance of labour to take full 
modern appliances and machinery. The 
is apparently that improved machinery 
performs su rapid work that it might cause redun 
daney and mployment in the future. Far from this 
being likely he Americans have demonstrated that 
in machinery tend to improve the earn 
orkers by creating more work, and by 
ased output at a lesser cost full wages 
r a shorter working week. Unfortunately 


advantage 
men’s reaso! 


improvemen! 
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the point is often overlooked that restrictive practices 
have a disastrous reaction on the economy of the 
country and, of course, have the effect of increasing 
Labour will never 
improve or even maintain its position by sticking to 
old methods and using old tools. 


the cost of living for everyone. 


Need for Economic Production 


There is no getting away from the fact that the 
economy and indeed the future solvency of Great Britain 
must be rebuilt, and as quickly as possible, if the 
nation is to be saved from bankruptcy. The only way 
to do this is to improve and modernise our methods 
and plant by availing ourselves of all the latest scientific 
inventions as they appear. The time is approaching 
when we shall find ourselves in a more competitive 


world where to produce goods for export at a_ price 


comparable with other manufacturing nations will be 
vital to our existence, and we must all realise that this 
can only be done by increasing production per man 
by taking advantage of all the latest aids for securing 
increased efficiency. 

I would like to conclude by paying a warm tribute 
to the hard work and loyal cooperation during the past 
year of all our employees both ashore and at sea, and 
by thanking them for the good example they have set 
to others. In the interests of the nation, I only hope 
it will be followed. 

The report was adopted. 





Chamber of Shipping 
Short-Sea Liner Section 


THE annual meeting of the Short-Sea Liner Section of 
the Chamber of Shipping of the United Kingdom was 
held on December 13. Mr. J. W. Coats (General Steam 
Navigation Co., Ltd., London) presided and = in_ his 
review of the year said: 

There has been a continuous rise in costs during the 
year. To mention some of the items—stevedoring, both 
in this country and abroad, has increased by roughly 
10 per cent, bunker fuel by 22 per cent, marine in 
surance by 10 per cent and seamen’s wages by 30 per 
cent. The cost of replacement has increased consider 
ably in the last year and is continuing to increase, 
as does also the cost of repairs, port charges, stores, 
victualling and numerous other items. , 

Delays to our ships is another cause of increased 
expense, one of the major items being delay through 
labour trouble. The recent “‘ go slow’ at Tilbury 
affected some of cur members very adversely and the 
‘work to rule ’’ of the London lightermen has ham 
pered work and congested wharves and ships in London 
to such an extent that it will be months before the 
mess is cleared up. We are all the more thankful that 
on the Continent we continue to get a rapid turnround 
ind can to a certain extent maintain regularity in out 
services by taking advantage of the quicker working 
ind shift system at Continental ports. I estimate that 
it present our ships can be turned round on the Con 
tinent in 60 per cent of the time required in London. 
The same remarks apply in a lesser degree to other 
ports. 

Repairs now take about three times as long as before 
the war and the shortage of manpower and materials 
is causing delays to be still more pronounced, No 
veneral increase in freight rates has been made since 
April 1, 1951. However, the recent increases in costs 
have been so pronounced, and the le vel of charter rates 
which have to be paid for vessels to supplement our 
services 1s so high, that the time has now come to 
consider revision, 

During the vear the amount of traffic carried has in 
my experience increased considerably. Many of the 
lines are having to supplement their fleets with char 
tered tonnage at high rates. As in London approxi 
mately 70 per cent of our cargo is for overside delivery, 
the recent ‘work to rule’ of the lightermen has caused 
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such congestion that the ships have been considerably 
delayed, thus necessitating further chartering of ton 
nage. We have to express our appreciation of the action 
taken by the Port of London Authority and_ the 
wharfingers, who have done so much to ease the position 
by accepting overside cargo on to the quay. 

The recent Board of Trade regulation cancelling all 
open licences and restricting the import of certain 
gommodities to a percentage of previous imports will 
no doubt affect the amount of traffic moving in future 
from the Continent. In this connection some important 
traflics from Germany, Holland, Belgium and France 
have been reduced to 20 per cent or 30° per cent of 
previous imports. The effect of this has not yet been 
felt by the short sea lines, but it is bound to be 
considerable. 

Mr. J. W. Coats, who was vice-chairman of the Section 
when it was formed in 194#4, and became chairman in 1947, 
has now resigned the chairmanship, and Mr, Graham Lovell 
(Bristol Steam Navigation €o., Ltd.) was unanimously 
elected in his place. The new vice-chairman is Mr. R, G. 
Grout (General Steam Navigation Co., Ltd.) 


Tramp Freight Index 


After the Council Meeting on the same day the vice 
president, Viscount Runciman, stated that a review is to 
be made of the monthly tramp freight index, It is some 
time since the basis of calculation of the index was over 
hauled and it has been decided to submit it to examination 
by a special committee. The former index number issued 
before the last war was based on 1935 100. It was dis 
continued after August 1939. Publication of the present index 
started in 1949 and was based on 1948 100, With some 
minor alterations, the routes on which it is based are those 
used in the original calculation, the weighting and the 
method of calculation remaining unchanged. In 1948, whea 
in some trades the rates for British vessels were controlled, 
while the rates for foreign vessels were free, the British 
controlled rate was used for the index. A veriodic revision 
of the basis of the index is necessary to keep it up to date. 

1 Chamber of Shipping index number of tramp ship 
ping freights for November 1951 1s 172.9 (1948 100). The 
index number is based on tramp fixtures reported during 
the month, only fixtures in sterling being used. The follow 
ing table sets out the progress of the monthly index number 
since 1948: 


INDEX NUMBER OF TRAMP FREIGHTS 
(1948 100) 


1949 1950 
87.1 
100.5 
95.0 
94.6 
99.7 
86.7 
73.3 
70.6 
September 71.6 
October 69.8 
November 66.5 
December 86.8 72.8 


Year 100.0 82.3 


The situation in the Suez Canal Zone has required constant 
attention by the Chamber. Close consultation is maintained 
with owners whose vessels regularly use the Canal and with 
the Ministry of Transport and the Admiralty, and regular 
information reports are being circulated so as to keen 
members informed of developments in the Canal area, With 
reference to the announcement that the Safety of Life at 
Sea Convention will come into force on November 19, 1952, 
the work of considering the draft rules to give effect to the 
Convention is already under the consideration of the Tech 
nical Committee and the Structural Committee. The Chamber 
has been invited to support the new Dollar Exports Council. 
which, with the full backing of the Government, is to assist 
and encourage the renewed dollar export drive, The Chamber 
has accepted the invitation, and its knowledge and experi 
ence will be at the disposal of the Council 





Javan is to build 400,000 tons more shipping during the 
next Japanese financial year, Japanese shipowners will also 
be allowed to buy some 20 to 24 shins from abroad, provided 


they do not ask for loans for the vurchase. 

Tue 9,000-tons passenger liner Nyussa, built in Germany 
45 years ago, has arrived at the Blyth yard of Hughes 
Bolckow Shipbreaking Co., Ltd., to be broken un. The ship 
was taken over from Germany during the First World War 
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COAL AND OI 


A SURVEY OF THE OIL INDUSTRY 


A veRY complete survey in miniature of the oil industry 
vas given to the Institute of Transport last week by 
Mr. ©. T. Brunner, a director and general manager 
of Shell-Mex & B.P., Ltd. Mr. Brunner was giving the 
seventh Henry Spurrier Memorial Lecture. He des 
cribed the vertical structure of the oil industry, with 
the larger oil groups owning companies engaged in 
lifferent parts of the world in exploration, production, 
pipeline operation, t inker operation, refining, chemical 

i ture storage and marketing. There are, of 
iddition, large numbers of small companies 
industry's 
operations, and the larger groups buy, sell and hire 


meerned only with one phase of the 


mong themselves quite considerably, with a view to 


keeping costs, and particularly transport costs, down 
io a minimum. The principal groups trading outside 
the United States are the Anglo-Iranian (entirely 
British-owned), Shell (partly British and partly Dutch), 
ind five big American) groups Standard Oil (New 
Jersey), Socony-Vacuum, Caltex, which is jointly owned 
by the Standard Oil of California and the Texas Com 
Atlantic. The position of Britain 

There is practically 

no production of crude in’ Britain, the current 
rate from the tiny oilfield discovered in’ 1939) being 
only some 45,000 tons a vear, out of a total world 
production in 1950 of 548,000,000 tons. Despite this 
fact. British and British-Dutch companies, which com 
the ‘sterling i 

than 18.2 per cent of the total world produc 

ou (compared with 14.5 per cent in 1938) and 

r W per cent of the oil going into the world 


pany, Gulf and 
s unique in the world oil industry. 


iccounted last’ year for 


groups 


export and import trade. 


Transport Fuelled by Oil 


Mr. Brunner pointed out that oil in one form = or 
nother is today the principal source of fuel for trans 
wt as a whole. Of the world’s merchant fleets, the 
ortion of t total tonnage fuelled by oil increased 

55 per cent in 1988 to SL per cent in 1950 and, 
inder construction in the United Kingdom in 

l over 95 per cent will be oil-fired. Looked 

lightly different way, the United Kingdom is, 

yurse. historically the leading coal bunkering 
sintry. In 1988, 10 tons of coal bunkers were delivered 
essels in British ports for every ton of oil bunkers, 
hy 1950 the proportion had fallen to 4:3 in favour 
1 The day is fast approaching when it will be 
val for shipping to use any fuel other than 
strategu importance of coal is 1 material 
readily available in time of war has often been 
Mr. Brunner remarked: ** In two world wars 
century. the availability of oil in the British 

is greatly increased- had it) been otherwise, 
would have been impossible while that of coal, 

of the national need, was sadly diminished. 
cessary also to have regard to the full) main 
ind growth of essential industries and services 

is well as in war, and the experience of the 
vears has not been such as to give the publi 
eling of assurance that the fact that a fuel is 
produced means that it) will be available in 
e quantities during a cold winter.” These words 
true. Although full use must always be made 
coal as ean be mined in this country, there 
is vet that the supply is going to catch up 
lemand again, and there can be no strategu 


| 
for limiting the use of ott. 


Tanker Chartering 
In el weekly report, Davies & Newman, Ltd., 
the tanker market has not been quite so 
hougt » fair amount of business has been 


concluded. The position with regard to British major 
companies is that they have now withdrawn from the 
market for period consecutive voyages and are only 
prepared to consider vessels for one, two or three trips, 
commencing January. Clean tonnage can also be fixed 
on a single voyage basis for early loading with full 
Western loading options to U.K./Continent. According 
to E. A. Gibson & Co., Ltd., efforts made by British 
major charterers during the past two weeks to halt 
the rapid upward trend in sterling rates have so far 
been successful, as very little change in values has 
taken place during this period. However, in an endea 
vour to secure rates above those obtainable on the 
London market some owners are exploring other 
channels, but it is evident some difhculty is being 
experienced in getting outside charterers to concede 
anything in excess of rates now established. According 
to reports from New York, cargo availability, so far 
as the Caribbeans area is concerned, is extremely tight, 
but conditions at other Western Hemisphere ports are 
reported to be much easier. Howard Houlder & 
Partners, Ltd., state that French charterers have now 
been able to cover single voyage at U.S.M.C, rate, plus 
195 per cent, which represents a small decrease for 
this particular business, although it is still in excess 
of what is obtainable on the London market. Consecu 
tive voyage fixtures have covered charterers’ require 
ments in various directions over 1952 at the established 
rate of U.S.M.C. plus 100 per cent, but there would 
appear to be little, if any, further business of the 
nature for the present beyond one or two orders for 
five/six months’ employment from January. In_ the 
report of John I. Jacobs & Co., Ltd., it is considered 
that the most interesting development in the time 
charter section is the continuation of two large motor 
ships for five years from 1955/56 at 24s., combined 
with a newbuilding of about 20,000 tons d.w., for five 
vears at 25s., delivery 1956. 


Shorter Items 


Fina Petroleum Products, Ltd., has opened a modern depot 
at Shettleston Road, Glasgow, The depot, designed on the 
most modern lines, includes a gravity unloading ramp area, 
feeding into lour-identified pipelines feeding 10 tanks of 
12.000 gallon capacity each. The company is running 3,600 
gallon road tankers on a shuttle service from Grangemouth 
terminal to feed this depot. 

Tue South Wales coal exvort allocations for France, the 
district’s largest single customer, have been arranged for 
the first quarter of 1952, The total releases from the whole 
of the United Kingdom for France during the quarter are 
expected to amount to about 100,000 tons, of which South 
Wales will suvnly about 80,000 tons. The remainder will 
be shared between the North of England and Scotland. In 
the current quarter France secured about 85,000 tons of 
Welsh coals 





OFFICIAL NOTICES 


Increases of Capital 


Hapstuias & Co., Lrp., shipping, insurance and general 
agents, ete tury Court House, 7/8 Bury Court, London, 
E.C.3.—Inere 1 by £5,000, in £1 ordinary shares, beyond 
the registere ipital of £5,000 


Grireixn-W House CHain Casies, Lrp., manufacturers of 
ships’ cabk ins, ete., Triton Buildings, Wood Lane, 
Cradley Heath. Staffs.—Increased by £30,000, in 15,000 ‘*A”’ 
ordinary ane 000 **B” ordinary shares of £1 each, beyond 
the registere ipital of £20,000. 


SuGar Lr Lrp., shivowners, ete., Plantation House, 
Mincing Lane. London, E.C.3.—Increased by £999,900, in £1 
ordinary sh bevond the registered capital of £100. The 
shares have n allotted as follows: Tate & Lyle, Ltd., 
149,998; Tate Lyle Investments, Ltd., 50,000; West Indies 
Sugar Co., I 250.000; and the United Molasses Co., Ltd., 
250,000 
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CONES iia Sel, 


OWNERS: Constantine Shipping 
Line Ltd 


SHIPBUILDER: Burntisland Ship- 
building Co. Ltd. 


ENGINES: British Polar M44M. 


The motor vessels COPSEWOOD and ESKWOOD 





For these sisterships launched on the 


same tide the owners have again selected 


CALTEX MARINE LUBRICANTS AND TECHNICAL SERVICES ARE AVAILABLE AT ALL PRINCIPAL 
PORTS THROUGHOUT THE WORLD 





DISTRIBUTED IN THE UNITED KINGDOM BY 


REGENT OIL COMPANY LTD. 


117, PARK STREET, LONDON, W.I. TELEPHONE: MAYFAIR 8474 
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CORY BROTHERS & CO. devavn LTD 


Bunkering contractors, shipping and general agents 


ADEN 

* BAHIA 

BAHIA BLANCA 
BUENOS AIRES 
COLOMBO 
GENOA 

LA PLATA 

LAS PALMAS 
MADEIRA 
MADRID 
MONTEVIDEO 
MONTREAL 
PARIS 
PERNAMBUCO 
PORT SAID 
REGINA 

RIO DE JANEIRO 
ST. VINCENT (CVI 
SUEZ 

TANGIER 
TENERIFFE 


l 


CORY 





Telegrams : 


BROTHERS & COMPANY 


*CORY’ 


AGENCY 


Telegrams: Cory, Beyrouth 
* * * 


LIMITED 


CARDIFF & LONDON 


Telephone: CARDIFF 3114 LONDON, AVENUE 1803 














ISAIAH PRESTON LIMITED 


ANCHOR WORKS 
CRADLEY ROAD 
CRADLEY HEATH, STAFFS., ENGLAND 


6494 Cradley Heath 


MANUFACTURERS OF 
STOCKLESS ANCHORS 
STOCK ANCHORS, and ALL TYPES 
BOATS’ ANCHORS, 
SHACKLES & FORGINGS 


IN ANY WEIGHTS UP TO 42} CWT 

Hall's Type Stockless Anchors to British Lloyd's and 
Bureau Veritas’ Requirements 

LONDON OFFICE: 


MITRE CHAMBERS, 
MITRE STREET, LONDON, E.C.3. 


Telephone: Avenue 2747 
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WHERE THERES A LIFEBOAT 


ge tree 


me DAVIT WINCH 


SHOULD BE A STANDARD FITMENT 


For service under all conditions ; 
lowering lifeb 
control ; spec 


for utter reliability ; for 
vats with the certainty of automatic braking 
y the WEAR patent lifeboat DAVIT WINCH. 
Castings in cast iron and semi-steel up to 25 tons can be made 
tn our Fou y 





SINGLE-PUx CHASE 
PLATE 
Ww NC 
— 


The Patent Davit Winch 
for lowering lifeboats 


with automatic braking 








control. 


THE WEA: WINCH & FOUNDRY CO. LTD 


ommercial Road, Sunderland 
Tele 4063-4 


CONTRACTC AND 
ACMA 


Telegrams : Wearwinco, Sunderland. 


SUPPLIERS TO THE ADMIRALTY 
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THE GEARED MOTORSHIP “CAVALLO” 


SHORT SEA TRADER FOR ELLERMAN’S WILSON LINE 


Tue vixst of two ships on order for Ellerman’s Wilson Line, 
Ltd., from Henry Robb, Ltd., has recently been completed 
Named Cavallo, she and her sister ship are designed to carry 
wide range of cargoes, and are mtended for operation 
between the United Kingdom and any ports in the Mediter 
ranean or Scandinavia The ship has four holds, one of 
which is refrigerated, and in addition has deep tanks for 
the carriage of oils in bulk. Accommodation is provided 
for twelve passengers The propelling machinery consists 
of two diesel engines driving a single shaft through hydraulic 
couplings and sngle reduction gearing. 
The Cavallo is attractively designed, and her appearance 
is in keeping with her size and type. With her machinery 
ind superstructure three-quarters of the way aft, she repre 
sents a compromise, which is becoming increasingly popular, 
between having the machinery right aft, when ballasting 
nd other troubles arise, and having it amidships. In a 
ship of this size it is preferable not to divorce the bridge 
structure from the machinery, If both are put right aft the 
problem of ballasting is considerably increased, while the 
navigating from right aft of a ship of this size, which 
may often have to enter narrow channels and small harbours, 
nd come alongside without assistance, would probably no 
he generally favoured by masters 
The shiv is of the shelterdeck type with tonnage opening, 
having tweendecks all fore and aft, Both hull and 
machinerv were built under Lloyd's Special Survey to®{e 100 
A.1 classification, and comvly with M.O.T. Regulations and 
Home Office and Factory Act requirements 
The principal particulars are 
290 ft 
48 ft 6 in 
28 ft. 3 in 
8 ft. 6 in 
About 3,000 tons 


13 knots 


n propelling machinery are three cargo 
two for general cargo and the third, together with 
the tweendeck space immediately above, for refrigerated 
argo Abaft the machinery space there are two deep tanks 
each with capacity of 100 tons, for edible oil, The after 
most hold is arranged for general cargo. The total bal 
cargo capacity is 173,807 cu, ft 
The bolds and tweendecks are served by four large hatch 
vavs. In particular, No. 2 hatch is designed to take lengths 
ip to 60 ft., and is fitted with two 10-tons derricks of such 
length as to serve a second rail line. The two 5-tons derricks 
it No. 83 hatch can also be used for working the after par! 
{ No. 2 hatch when required Two 5-tons derricks are 
fitted at No. 1 hatch, and two of 5 tons at the after end 
f No. 4+ hatch, with two 10-tons derricks at the forward 
end to serve the after hold and deep tanks 


The refrigeration hold is arranged in four separate com 
partments, all of which can carry cargo down to 0 deg. F. 
They have a total capacity of about 25,000 cu. ft.; in addition, 
1,000 cu. ft. are provided for ship's provisions. The re 
frigerating machinery operates on freon gas and was sup 
plied by J. & E. Hall, Ltd. The insulation work was carried 
out by J.D. Insulation Co., Ltd, 


Passenger and Crew Accommodation 


Accommodation is arranged amidships for 12. passengers 
in two single-berth staterooms and five double-berth state 
rooms. The main dining saloon is situated at the forward 
end of the bridge deckhouse, and can seat 24 persons at 
small tables, There is also an attractive lounge immediately 
over the saloon, approached by a wide stairway to. the 
vestibule on the bridge deck. The walls of the saloon and 
lounge are attractively panelled with veneer and hardwoods 
Rectangular windows, 24 in. by 18 in., are fitted in’ the 
lounge and saloon, The cavtain, officers, engineers, stewards 
and the stewardess are provided with good accommodation 
imidships, while the crew are housed in large three-berth 
rooms in the cruiser stern, 

The ventilation and heating of all accommodation is on 
the Thermotank system. The cargo holds and tweendeck 
ilso equipped with Thermotank ventilating fans, 
and are particularly suitable for the carriage of fresh fruit. 
Each comvariment is fitted independently with its own 
supply and exhaust fans in order to vary the air change 
as required, 


spaces are 


The navigational equipment comprises, gyro compass by 
S. G. Brown, Ltd.; Kelvin-Hughes radar Type 2; wireless 
telegraphy, direction finder and echo sounding equipment by 
Marconi International Marine Cemmunication Co., Ltd. 
Broadcast. receivers are provided throughout the accommo 
dation, The Brown gyro compass is this firm’s Type “B” 
courpment, for direct steering from the master compass. 
This model incorporates a hydraulic support for the vertical 
axis of the gyro. 

The propelling machinery comprises two eight-cylinder 
British Polar two-stroke diesel engines, each rated to develop 
1,520 b.hop. at 300 r.p.m. in service. These are coupled by 
Vulcan hydraulic couplings to a Vulcan gearbox, of twin 
pinion, single-wheel type, which reduces the speed from 300 
r.p.m, to 145 r.o.m, on the propeller shaft. Michell thrust 
blocks are provided, 

Auxiliary power is supplied by three 185 kW diesel-driven 
British Polar generating sets, each capable of developing 
280 b.h.p. at 500 r.p.m. One 39 kW Ruston & Hornsby 
generating and compressor set is provided. Both main and 
iuxiliary machinery are fresh water cooled on the closed 
ircuit: system. 
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ROUND THE SHIPYARDS 
Work in Progress in Scotland 
By THE SHIPPING WORLD'S Own Correspondent 


rit YEAR now ending ts likely to see a substantial 
lowering of tonnage launched, as against 1950. Figures 
available to the end of November showed that the Clyde 
vards had launched 13 vessels and 23,397 tons gross 
fewer than last vear. The East of Scotland showed a 
rather better return, with an increase of tonnage of 
1,409 tons. December launchings have been on a limited 
scale and will do little to redress the balance. 

New orders continue to come through — steadily, 
though singly rather than in groups. The Clyde 
Navigation Trust has ordered a £290,000 self-propelled 
lredger from Fleming & Ferguson, Ltd., of Paisley, 
who have also on hand contracts for a passenger car 
ferry for the Trust and a hopper dredger for Burma. 
The Ailsa Shipbuilding Company, of Troon, has booked 

motor coaster of 1,400 tons for Scottish owners. Two 
cargo steamers of 2,500 tons d.w. are understood to 
have been ordered from Henry Robb, Ltd., of Leith, 
ind one of 1,600 tons d.w. for™Ellérman’s Wilson Line, 
although no formal confirmation has been made. Other 
orders are known to be in the offing, while inquiries 
continue to circulate. 

Among launches there have been the oil tanker 
Ceara, from the Blythswood Shipbuilding Co., Ltd., for 
the Brazihan Tankers’ Purchasing Commission; the 
6,.560-tons motor cargo vessel Ebro from Harland & 
Wolff for Roval Mail Lines; the Sydhav, for Norwegian 

Lithgows. Ltd., at Port Glasgow, and 
the cargo motorship Olivine, for Wilham Robertson 
(Shipowners), Ltd., of Glasgow, from the Ailsa yard. 
Phe oil tanker Corato was scheduled for mid-December 
launching from the Greenock Dockyard Co., Ltd., while 
Win. Denny & Bros. had the Lord Warde n for British 
Railways. One point worth mentioning from these 
launchings is the determined effort which the Brazilians 
ire making to enter the oil carrying trade. Mr. Hugh 
Macmillan, chairman and managing director of the 
Blythswood yard, referred to this trend at the launch 
of the Ceara. This is the second of four tankers ordered 
on the Clyde by the Brazilians. Others are building 

n Japan and Sweden, ensuring that Brazil will have 
1 modern efficient fleet available in’ reasonable time. 


Labour and Raw Materials 


owners, fron 


Mention of Japan recalls that advertisements have 
heen placed, seeking qualified foremen, with welded 
tanker construction experience, for service in the 
Japanese shipyards. This search for skilled labour is 
inlikely to attract the recruits it might have, had 
conditions been more settled. The prospect of Japan 

. competitor is again evident in this move. Mean 
hile, the main problems facing Scotland are those of 

iL and steel. Sir John Duncanson, deputy chairman 

Lithgows, Ltd., referred to these twins when he 

oke at the Publicity Club of Glasgow. Steel formed 

ips 90 per cent of their raw materials, he said, 

it was therefore unfortunate that the shortage of 

uld be a factor in holding back the expansion 

On coal, he expressed the general surprise 

should be forced to import coal and that we 

the valuable coal export trade which formed 

t part of our prewar economic advantage. If 

can be done in the New Year to revive coal 

ind to keep the yards supplied with. steel, 
ind shipbuilding men would be content. 

ur reaction to the staggering of hours (because 

rower resourees) has been irritating rather than 

Token strikes may be good propaganda, but 

tre bad economics for all concerned. Again one 

is to the old complaint that trade union leadership 

irs weak and uninspired, when such stoppages 

se over events which are not the employer’s fault 

nd which have been the subject of negotiation. There 

ll too much readiness to flout agreements and a 

to admit that the position demands constructive 
than destructive thinking. 


ial 
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NEW AUTOMATIC FIRE DETECTOR 
Marine Development of the Danish «‘DAB"’ Fire Alarm 


Tuer Danisu Automatic Fire-alarm Co., Ltd., of Copenhagen, 
was established in 1939 to manufacture and market a new 
patented tyve of fire detector, designed to give a reliable 
alarm easily transmitted to either a local watchman or by 
telephone line to the local fire brigade headquarters. The 
device is a simple one contained in a small plastic casing 
which is mounted at ceiling level. The principle followed is 
that of thermo-contacts; these are of two different types, 
providing both differential and maximum transmitters. The 
first type makes a signal when the rate of temperature rise 
exceeds a predetermined figure, normally about 10 deg. C., 
and the second transmitter operates when the defined ‘“‘fire’’ 
temperature—usually about 70 deg. C.—has been reached. 
The makers claim that this dual function is unique in a fire 
detector, The transmitters are distributed in groups accord 
ing to the size and position of the compartments, and the 
groups are connected up in series in loons, with about six 
groups to each loop. The loop itself has two wires each con 
necting one of the two sets of contacts in the transmitters 
with the main system, With the exception of the DAB 
transmitters themselves, and a spare battery, main fuses, 
and alarm bells, all parts of the installation are contained 
in a steel cabinet at the control location. 

Following some years’ satisfactory use of the DAB (Dansk 
A{utomatisk Brandalarm) transmitters in many factories, and 
approval by fire officers’ committees in Denmark, Norway, 
Belgium and Finland, the device has now been introduced 
in the marine field. When used for marine purposes the trans 
mitter is contained within an oil bath, to resist the effects 
of vibration and shock, The first shins fitted were smali 
fishing vessels, where the installation cost some £40. Negotia 
tions are now proceeding for the fitting of several oil tankers, 
where the cost for a vessel of about 18,000 tons deadweight 
will be in the region of £2,000, the spaces thus protected 
including all accommodation, the engine and boiler rooms 
and the main cargo pump rooms. Approval of the fire detect 
ing system has been given, it is understood, by Lloyd's 
Register of Shipping and demonstrations are now being 
given to shipowners in this country. At a recent demon 
stration attended by a_ representative of THe SuHrppinc 
Wor.p, the effectiveness of the detector was shown when, 
as a result of a small and localised spirit fire in a large 
room, the detector at ceiling level overated within 20 seconds 
of the outbreak of fire. As the room temverature had 
not become unduly high, it was apparent that the differential 
transmitter had come into operation and had set the alarm 
in action owing to the abnormal increase in the rate of 
temperature rise, The new system of fire detection may be 
expected to be fitted widely in ships which are built to the 
1949 International Convention, under which a combination 
of fireproof construction within zones with an approved 
system of detection is accepted. 





RECENT SHIP SALES 


Motor vessel Lambrook (7,088 t.g.), owned by the Austin 
Friars Steam Shipping Co., Ltd. (Galbraith, Pembroke & 
Co., Ltd.), and built by the Burntisland Shipbuilding Co., 

in 1942, has been sold to the South American Saint 
Lid., and renamed St. Merriel, She is understood to 
carry about 10,260 tons d.w., and to have realised £325,000. 


Liberty type cargo steamer Lalande (7,259 t.g.), recently 
transferred to the Lamport & Holt Line, Ltd., by the Blue 
Star Line, Lid., under whose ownership she was named 
Pacific Star, has now been sold to Italian buyers, She was 
taken over at Birkenhead and has been renamed Ninfea. 
Built at Baltimore in 1944 as the Samnid, she is understood 
to have a sveed of 11 knots and a deadweight of 10,568 tons. 


Steam tanker Denbydale H. (7,293 t.g.), owned by the 
Hillam Shipping Co., Ltd. (J. Harker, Ltd.), Knottingley, 
“orks., and built by R. Duncan & Co., Ltd., Port Glasgow, 
n 1935 as the Valdemosa, has been sold to the Brede Ship 
ping Co., Ltd., London. She is to be renamed Saladin. 


The Currie ne, Ltd., has sold the cargo steamer Spruce 
land (1,793 t.g.), built at Sturgeon Bay, Wis., in 1942 as 
the Kimball Hurlow, to Norwegian owners. She carries about 
2,820 tons « . and is understood to have realised about 
£90,000. 





AN ENTIRE new type of railway wagon for the carriage 
of iron ore | been designed by British Railways, and 30 
are now be built. They are fitted with side discharge 
doors which hydraulically operated, and can be opened 
simultaneou throughout the train from the locomotive 
footplate. 
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PROBLEMS OF VOLTAGE .REGULATION 


By H. J. D. THOMPSON 


IN view of the fact that on certain shivs with A.C. electrical 
installations unsatisfactory voltage regulation was a_ part 
reason for the past replacement of A.C. winches by D.C. 
winches, it seems surprising that so much confidence has 
been shown by A.C, enthusiasts over the extent to which 
“direct on’’ starting is advocated for large horsepower 
auxiliary drives. The winch drives which gave unsatisfactory 
voltage regulation were modest 30 h.p, motors, yet Mr. 
Pestereff advocates “‘direct on” starting for h.v. drives up 
to the full capacity of the alternator. 

Land practice has been taken as a standard for A.C. in 
stallations. There is, however, a considerable difference in 
the extent to which “direct on’’ starting can be developed 
for satisfactory voltage regulation on land and at sea. The 
large land power station’s generating plants enable the 
largest power industrial high voltage drives to be ‘“‘direct 
on” started, with a fine time interval of high voltage dip 
scarcely reflected on the low voltage networks. The ratio 
on land of the running generating vlant to the big horse 
power industrial drives is never lower than 20 to 1, With 
the limited generating capacity at sea, even on a Queen 
Mary, the corresponding ratio (main circulating pumps, 
285 h.p.; generating cavacity, four 1,300-kW machines with 
three running two-thirds loaded) is only 7 to 1. 

With littl background of exverience, the classification 
societies are confronted with an extremely difficult proposi 
tion in formulating rules as to the extent to which “‘direct 
on’ starting can be installed on a large A.C. passenger liner 
The subiect is essentially an empirical one, the limiting 
factor being the time limit for duration of the voltage dip. 


Difficulties of Voltage Regulation 


Neither Mr. Savage's simvle carbon vile regulator nor Mr 
Pestereff's elaborate equipment overcome the inevitable 20 
per cent voltage dip on heavy transient loads, and one 
wonders why such expensive equipment has been advanced 
when it can accomplish nothing to provide the relatively 
satisfactory voltage regulation which D.C. systems provide. 
In considering this vitally important subiect for a satisfac 
tory operational A.C. system, we are confronted with many 
difficulties, 

(1) The squirrel cage motor is fundamentally very sensi 
tive to supvly voltage changes, because the toraue is pro 
portional to the square of the voltage. Thus Mr. Pestereff’s 
toleration of 20 ver cent voltage din infers the acceptance 
of a 28 ver cent reduction in torque with the possible 
stalling of important auxiliary drives, further aggravated 
by the blowing of fuses and the time spent replacing them. 

2) With respect to ship’s lighting, a modest 5 ver cent 
drop in voltage supply results in a fall of 15 to 20 ver cent 
of illumination intensity. If compensation for voltage dips 
is made by modifying the tappings on the lighting trans 
formers an increase of 5 per cent in the voltage reduces 
the life of the lamp by one half—a 2) ver cent higher 
voltage shortens the lamp life by one-fifth 

(3) Voltage regulation is complicated by the fact that 
the reactions caused are not only devendent on the loading 
of the alternator but also on the phase relation of current 
and voltage as well as the degree of saturation of the 
magnetic circuit, The changes in voltage are influenced 
by the vower factor of the load. The lower the power 
factor, the greater the dip in voltage. 

Thus substantial help could be given (1) by installing 
capacitors on the more highly powered auxiliary drives, or 
(2) by severely restricting the size of the drive for “direc 
on” starting The A.C. enthusiasts advocate neither of 
these measures, possibly because of the fire risks which oil 
immersed capacitors involve, and also because of the sub 
stantial increase in economic costs of either of these 
measures. The latter factor apvears to be the dominant 
one in their considerations. An alternative measure for im 
proving voltage regulation would be to design the alternators 
for close regulating and quick acting regulator equipment 
such as the Brown Boveri designs. 

This, however, would add very substantially to the cost. 
weight and volume, since it necessitates very long air gaps 
and much field copper, This combination would exceed the 
cost of the criticised D.C, dynamo, Moreover, the clos« 
regulation alternator unfortunately has the disadvantage of 


The last instalment in this series appeared in THE SHIPPING WORLD of 


October 17 


permitting very large short circuiting currents, beyond the 
rupturing capacity of the normal standardised switchgear. 

In contrast, the alternator designed with large regulation 
is much cheaper and has a considerable reactance which is 
most useful in limiting short circuiting currents to within the 
rupturing capacity of standardised switchgear, 

Ir. Pestereff subsequently advances four provosals to 
surmount the difficulty, and two of these innovations are 
unlikely to apveal to the severely practical minds of super 
intending engineers and the liner’s operating personnel. The 
other two propositions further increase the economic dis 
advantages of A.C, 

(1) Specially designed non-standard induction motors 
with stand-still toraue 60 ver cent of full load torque 
Unfortunately no indication is given of the increased cost. 

2) The provision of svecial regulating equipment for 
transformers where close voltage control is required, No 
indication 1s given of the additional cost involved. 

(3) The starting of an additional generator when large 
auxiliary drives are being started ‘“‘direct on,’ and, if 
necessary, bringing the motor up to speed with the in 
coming generator, No reference is made to the possible 
positioning of the generator and auxiliary drive in different 
compartments. This vrovides difficulty and complexity 
characteristics that Mr. Pestereff sets out to eliminate. 

(4) The transference of the shin’s lighting and other 
similar low power circuits to the emergency generators 
an even more impractical vrovosition. On a Queen Mary 
the average lighting load alone will approximate 600 kW. 
How can this be transferred to the two 75 kW emergency 
sets ? No reference is made to the substantial additional 
cost of cabling, etce., to carry out this proposition. Smaller 
liners will show proportionably a similar relationship 
between the normal lighting load and the limited emer 
gency generator capacity. 

In the writer’s opinion, if there is to be no lowering in 
the high standard of our best D.C. passenger liners’ instal 
lations, the crucial test of the soundness of an A.C. system is 
to install equipment that will function satisfactorily under 
crisis conditions. The safety of a modern Queen Mary, 
costing, say £20,000,000, should not be jeovardised when 
three uncoordinated directives simultaneously impose heavy 
demands on its main machinery generating sets running 
under normal conditions, such as three units on two-thirds 
loading, as follows: 

(1) The navigating officer receives an S.O.S. call from 
a distressed vessel or suddenly observes an iceberg or 
other dangerous obstruction, requiring the helm to be 
moved sharply “hard over’? when the liner is travelling at 
high speed, The steering gear motor instantly increases 
its load on the generating sets from a mere 20 h.». to its 
maximum 250 h.p. The movement should be accomplished 
in 30 seconds. 

(2) The engineer observes defects such as leaky glands, 
hot bearings or impeller erosion in one of the 285 h.p. 
main circulating pumps and starts up the standby unit. 

(3) The float switch of the sanitary pump brings into 
operation the 45 h.p. pump. 


Heavy Transient Load 


The above overations superimpose on a load of 3,470 kVA 
at 0.75 vower factor a transient load approximating to 
3,000 kVA at 0.4 power factor, resulting in a load of 
6,000 kVA at 0.55 power factor for a duration of anything 
from a minimum of 20 seconds up to 75 seconds. If the 
liner’s sveed is 25 knots, vould a sluggish helm movement 
for 20 seconds be satisfactory to the navigating officer for 
the safety of a £20,000,000 liner Obviously his opinion, 
and not the electrical svecialist’s preiudices for or against 
A4.C., should determine this issuc Similarly the decision 
regarding any engineroom auxiliary drives stalled for a 
similar time period must be made by the marine engineer, 

The electrical svecialist, however, has his problem with 
respect to the selection of the fuse vrotection. Should this 
be quick acting, or slow acting. of limited capacity to give 
protection for line current, of increased capacity for stalling, 
or of extra capacity for starting currents ? Whichever 
selection is made it cannot satisfactorily fulfil the require 
ments of every operational condition 

Similarly, considering the hotel generating plant, the 
surgeon performing a delicate operation and the dentist 
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tooth must be safeguarded against possible 
umination and stalling of machines when the 
vest ventilating units are started simultaneously with the 
tching in of the two dining rooms’ loads, approximating 
250 kW 
The extent to which ‘“‘direct on” starting can be feasible 
inder crit | conditions is at present a matter of guesswork 
Che exverimental A. D.C. United States liner of Fox & 
leman’s planning should afford some heloful guidance on 
this subject 
If 35/40 h.n. is found to be the upward limit for large 
iners, then a very substantial vart of the savings claimed 
by A.C. sponsors is eliminated, and the advantages of price 
ind simplicit control gear are to the credit of D.C. for 
drives ) hoo. Below that range the two-stage 
mtactor « installed for ‘D.C. machines to compete 
in simplicity, but not in cost, with “‘direct on’? A.C. starting, 
Safety is best reviewed under three headings: (a) shocks 
o versonnel, (b) risks to apparatus, and (c) fire risks 
With respect to the safety of personnel, D.C. has an over 
iding advantag Peak voltages of 1.424 times the RMS 
voltage must be considered, comvared with the uniform 
220 volis o ct current installations 
For equal ige, medical research has pronounced that 
A.C. is three times as severe as that of 
of the uneaual voltages (D.C., 220; A.C. 415 
| e 590) the -risk~factor is in favour of 
ratio of 75 to 1 If Mr. Pestereff's provosal of 
using 2,300 volts (peak voltage, 3,240) for motor drives in 
excess of 50° h.p idopvted, then the risk factor favours 
1).( by the ratio of 44 to 1. 
The classification societies’ recent approval of 415 volts 
A.C. cooking apparatus on tankers revresents a sur 
sing confidence, in view of the amount of attention re 
juired for land cooking avparatus, and the fact that the 
risk element of fatal shocks is decidedly greater on a ship 
with the very low resistance of the extensive steel hull 
With respect to shivs’ general tixed lighting, several A.( 
sponsors advocate raising the limiting voltage of A.C. to 
220 volts, i.e. the same as is nermitted for D.C., ostensibly 
hecause 2Z20-volts Anorescent lighting has been avproved for 


he shock 


vo 


muublic rooms. Their vrobable reason is to equate costs with 
D4 is a 110-volts A.¢ 
nereased exvenditure over 220-volts D.C. lighting 


system shows about 6 ver cent 


Classification Societies’ Requirements 


The issification societies have given great encouragement 
A.C., but this does not reauire them to approve every 


sure advan to increase the economic prospects of A.( 
t writer considers that the existing regula 
to be modified, and it is consistent with 

ulations on portable connections and tanker 

The 42-volts A.C, lighting system installed in 

senger liner Ville de Marseille (described in 


iLDING, August 1951), indicates the resvect of 


shipowner for safety 
irthed neutral system favoured by Mr. Savage 
Pestereff for large liner installations is installed, 
f danger to personnel and apvaratus Is increased 
neutral may involve an interruption of services 
be avoided with the unearthed neutral, but 1 
er safety factor by restricting the maximum 
to earth from any vhase line to 58 ver cent 
ge, and this safeguards the lower voltage 
reas the insulated system” threatens it 
perience favours the earthed system as affording 
lom from breakdowns of apparatus and greater 

rsonnel 

ts ire unfortunately frequent occurrences in 
ions, whether D.C. or A.( With the insulated 
rth fault seldom makes itself immediatels 
if the neutral is earthed a fault on the system 
point constitutes a short circuit, and if auto 
ive devices are installed cuts out the faulty 
insulated system, the voltage break on any 
mav reach any value up to breakdown 
lows that the three-wire system with trans 
e best proposition with its sectionalising of 
turally it adds substantially to economic costs. 
irs to restrict the insulated neutral to warships, 
rger numbers of trained personnel and their 
to continue in action whatever breakdowns 
trequent changing of ships personnel and the 
imbers of maintenance staff on a liner suggests 
rthed neutral svstem is the right one for 
liners, where the most important auxiliaries are 
On a 415-volts three-phase A.C, system, the 
the dielectric on the cables is the same for both 
inearthed systems, so there is no increase in 
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cabling costs. With high voltages, the cables for the in 
ulated neutral are naturally more expensive than for the 
earthed neutral systems, 

The gradual evolution of progressive designs in’ ships’ 
electrical apparatus and cables has culminated in a high 
standard of safety for the D.C, eauinment on the large 
number of large passenger liners, both past and vresent, 

Experience with A.C. equipment on tankers indicates that 
there would be no falling off in the standards of safety if 
A.C. systems are installed in liners, provided a careful check 
up is made on motor control requirements, such as_ the 
correct number of overload devices for the system installed, 
their positioning and correct connection, rotor varticulars 
when slio-ring motors are installed, right data regarding 
starting torque, starting resistance rating and maximum 
imbient temperatures encountered, — close insvection — of 
efficient locking of all connections, and no abuse of starters 
for inching purposes, 


Fire Risk 


For fire risks, A.C, offers a very substantial advantage, 

cause of the commutator sparking of D.C, machines, and 
the greater difficulty of breakers interrupting D.C. circuits. 
Here the ratio favours A.C, by 7 to 1 on account of the 
nductive pressure rises and more vicious D.C. arcing, which 
requires magnetic blow outs and greater attention to sparking 
tips and clearances above the arc, besides more vrovision for 
sparking and wear and tear 

The only offsets to this A.C. fire risk would be the oil 
immersed capacitors and oilimmersed transformers. The 
A.C. sponsors wisely reject the use of chlorinated compound 
insulated transformers, not only for economic reasons, but 
for safety purposes on account of vossible emission of 
poisonous gases. In spite of contrary remarks, it is very 
doubtful if air-cooled transformers of adequate capacity to 
provide the 1,450 kW of cooking apparatus installed on the 
Qdueen Mary could be manufactured, without installing many 
single phase units of limited canacity. This measure would 
further increase the economic advantages of D.C., besides 
effecting a st greater reduction in the revenue earning 
capacity of the liner 

One must wait with interest the vossibilities of — the 
hermetically sealed inert gas-filled transformers, but here 
again, Wf the U.S. experiments are successful, a price wall 
have to be « | for this greater degree of safety from fire 
risk. 

In reliability, it is the writer’s opinion that there is not 
a great deal of difference in the two systems, reviewing the 
complete installations. The A.C. squirrel « motors, par 
ticularly in the range from fractional to 5 b.h.v., are 
certainly far more robust than the D.C. motors: on the 
other hand, for overload conditions the D.C. motor has the 
advantage \.( ontactor gear ws decidedly less reliable than 
D.C., in spite of the relative higher breaking capacity of 
A.C. breakers 

From the remarks of some of the participants in the dis 
cussions regarding the behaviour of both D.C. and A.C. 
apparatus wh subject to underwater explosions, blast and 
warfare expenenc , one might be led to believe the standards 
of reliability both svstems were of a low order. This ts 
not fair, as s are not built for warfare. The standard 
of reliab { passenger liners’ electrical equipment in its 
natural pe ime occupation compares very favourably 
with the me nical standards of fans, pumps, winches, com 
pressors, ensers and other auxiliaries, and usually 
liability of small diesel engines, 

The almo iniversal adherence of passenger Liners to the 
D.C, systen nders it almost unnecessary to sav that D.C. 
it’ presen vides a substantial advantage through its 
seagoing personnel, The present status of 
rs in the mercantile marine is not a stimulant 
electrical minds to make a permanent career 


exceeds the 


familiarity 
electrical off 
for the brig! 
it sea 

Until the Ministry of Transvort introduce much overdue 
legislation, recruitment of electrical personnel for A.C 
passenger s must be mainly drawn from the increasing 
numbers of A.C. tanker personnel, There is, of course, a 
substanti ference in the relative simplicity of the A.( 
tanker and the more complex layout of either the composite 
4.C./D.€ m or the complete A.C. large passenger liner. 
lt would 1 ibly require a 10-years veriod after its first 
introduction fore we could put A.C. on an equal footing 
to D.C s rds the availability of exverienced seagoing 
electrical 7 nnel, 

With suc extensive subject, it is quite impossible to 
cover adeq lv all the aspects of psychological valuations 
The writer ves that the majority of engineers are of the 
opinion th balance D.C, is more favourable than A.¢ 
with respe » the matters covered in this and the pre 
ceding art 
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RECENT TECHNICAL DEVELOPMENTS 


Miniature Circuit Breaker 


A new range of miniature reuit) breakers has been 
developed by Dorman & Smith, Lid., of Manchester. These 
reakers, which are supplied in a ser.es of standard current 
capacities up to a maximum of 50 amps, are intended to 
operate at up to 500 volts A.f 250 volts D.C. They 
consist essentially of a switch w release, which 
mav be used either primarily as \ h. with overload 
primarily as a fuse 
With instantaneous resetting There are many potential 
ipplications of circuit breakers of this type both in industry 
ind shipping The six standard current ratings are 2.5, 5, 
10, 15, 30 and 50 amos, but considerable number of non 
standard ratings can be supplied at extra cost. The trip 
may either be of the instantaneous type, or may incorporate 
a time delay uni The size of a breaker is 5 in. in height, 
1h in, wide, and 83 in. in depth This compactness allows 
hem to be assembled convenient in distribution boxes 
The certified rupturing capacity on is 10,000 amps at 
given to the 


protection of the cireuit controlled, 


250 volts, Considerable attention has been 
design, and it would appear that this has resulted in the 
production of a satisfactory unit 


Slide Rule for Belting Calculators 


To work out the most efficient and economical width of 
belt for any particular drive involves a good deal of calcu 
lation and usually requires the use of a slide rule and belting 
tables. The new * Grivalculator " solves this probem in the 
simplest fashion. This is a calculating rule so designed that 
it can be used even by those who may be unfamiliar with 
the ordinary slide rule To find the belt required for any 
particular drive it is only necessary to set the slide so that 
the pulley diameter coincides with the pulley revolutions 
per minute It is then possible to read off at a glance belt 
speed in feet per minute and the width of the belt required 
o transmit any given horsepower. The calculator may also 
be used in a variety of ways when des.gning belt drives. For 
example, when given size and speed of motor pulley the 
speed or diameter of the driven pulley can be determined 
without further setting Also, the corresponding belt speed 
can be read through a window in the slide for all settings 
of the slide A table also provides the minimum recom 
mended pulley diameters for all thicknesses and tvpes of 
belting. This simple procedure is achieved by the use of a 
reversed logarithmic scale which enables ll] the required 
iunswers to be given with one setting of the shade The in 
trument is a precision calcul © rule, made in transparent 
plastic, which can be easily carried in the vocket. t can 
be obtained from Lewis & Tylor, Lid., Gripoly Mills, Cardiff, 

engineers and executives who make an official request 


nd enclose a 23d. stamp to ‘ st of postage 


Remote Reading Mechanical Meter 


An instrument for the measuremen nical qu 
ties by i means, canable of ine the readings 
it a distance, has been develoved bs rch laboratories 
of The General Electric Co., Ltd... at Salford Electrical 
Instruments, Ltd. Basically, the vstem measures lengths 
or alterations in length of up to 0.1 in., but naturally it can 
be empvloved for the measurement of other mechanical 
quantities, such as vressures and temper ires, and it would 
ippear to have 1 wide range of votenti 

lustry, The instrument onerates from ordinary A.C, mains, 


ind the readings can he transmitted over a distance of several 


vvlications in 


miles. Th ic principle emploved in the svstem is. the 


nee im a circus 1 the ccompanying 


roubles of some 


r ine 
diagram ‘ how this is effected. The 


irlier systems using this norincivle, due to magnetic leakage, 
temperature ors and voor electro-mechanical efficiency, 


have been overcome by use al n entirely new magnet 


TO MAGNETISING WINDING 


MECHANICAL 
FORCE. oy 
cr a 
MOVEMENT i 4 





GECALLOY 
PL CORE 
CYLINDRICA 


TRANSDUCER UNIT 


Shipping 


INSTRUMENT UNIT 


World 


powder material known as ** Gecalloy PL.”’ The accuracy ol 
the system is claimed to be high, and unaffected by changes 
of mains voltage and frequency of as much as 30 ver cent 
and 10 ver cent respectively. The accuracy is also unaffected 
by changes of ambient temperature, The transducer unit ts 
bout 5 in. long, and the indicator is similar in size and 
appearance to a normal movine coil switchboard instrument, 
At present this latter is only available with a 100 deg. scale, 
but a model with a 270 deg, scale is to become available later. 


Propeller Milling Machine 


A recent Norwegian patent by A, Tveitan and L. Myrholt, 
of Trondheim (British Patent No. 655,317), deseribes ai 
apparatus which machines, with theoretically uplimited 
accuracy, the whoie surface of conventional screw propellers. 
i.e., the pressure and suction surfaces, the blade outline and 
the hub exterior, The machining consists of cutting out the 
lines representing the intersection of the propeller surface 
with a series of meridian planes (planes having the propeller 
ixis as their common intersection line). The cutting edge 
of an end-milling cutter rotates in the meridian plane con 
cerned, and its movement in relation to the propeller is 
egulated by a transvarent disc which is made to describe 
the meridian curve in question on a drawing of such curves 
fastened to a movable table. The dise is cut in the shape 
of a circle or an ellipse, representing the cutter, and is 
mechanically connected to the cutter holder, Most pro 
peller milling machines are able to cut cylinder sections 
only, Le., the intersection of the propeller surface and a 
eries of cylinder surfaces with their common ax:s identical 
to that of the vropeller But as it is not practicable to make 
the milling cutter with an infinitely small diameter, it. is 
generally not possible by simple mechanical means to cut 
cylinder sections with mathematical accuracy without 
modifying the drawing in a rather complicated way. 

\ feature of the patentees’ milling machine is the simple 
mechanical means required for cutting in meridian sections 
mopared to evlindrical ones, if the drawing of the section 
Is not vermitted to be modified otherwise than possibly by 
using different scales in the two principal directions of the 
drawing Cutting in meridian sections also causes no dith 
culties for normal screw vropellers in’ passing from blade 
to hub, or machining the hub between the blades of th 
propellers. The machine can easily be arranged for simul 
taneous cutting of two diametrically opposed blades of a 
propeller, instead of the simultaneous cutting of two blades 
of different propellers, 


New,Primer,. for Light Alloys 
Since aluminium and other light alloys are being used in 
ever increasing quantities it is timely that International 
Paints, Ltd., should have produced a new primer for these 
metals Before alloys can be painted they must be 
etched in order “tooth.” They must also be primed. 
‘International’ Primer etches the surface and _ itself 
forms the vriming coat in one and the same application 
After this treatment the surface will be coated with an 
extremely adherent corrosion inhib.tive film which provides 
excellent “tooth” for the undercoats and finishing paints 
This primer may be air dried or stoved 





Preliminary publications describing two new pieces of 
equipment produced by the company have been issued by 
Sunvic Controls, Ltd., a member of the A.E.I, group of 
companies. One the thermometer controlle 
RT 2, has been des.gned to overcome the effect of the 
variations of voltage and frequency, often found nowadays 
on the electric mains, on the temperature control of electric 
furnaces The other, the electronic relay Tyvoe ED 2, js 
specially designed to remove a source of error when used 


resistance 


in conjunction with) certain types of emperature control 


device, 


Diagram showing the operation of the new system of 

electrical measurement developed by the General 

Electric Co., Ltd., and Salford Electrical Instruments, 
Ltd 





The sir gie-screw motor tanker 


Motor Tanker ‘* Maria 
Gorthon”"’ 

Maria 

Maria 


thon has been delivered to Reder 


AB Gylfe (Gorthon Lines), of 
Helsingborg by Kockums Mek 
Verkstads A B, Malmo. The vessel has 


1 


i 


gross tonnage of 8,864 and carries 
deadweight of 13,235 tons on a 


“ 


draught of 27 ft. 2 in. Her principal 


are 465 ft. length b.p., 

ulded and 34 ft. 6in 

moulded. There are 19 cargo 
nks with a total capacity of about 


616,400 cu. ft. A loaded speed of 


4 knots is maintained by a 7-cylinder 
ble-acting M.A.N.- 
supplied by the 
s engine develops 
t 110 r.p.m 


Cargo Liner ‘* Inga Gorthon”’ 


vessel has been completed 

tr group company by 

ns Mek. Verkstads A B, Malmo. 
the s ngle screw motor cargo 
sorthon, ordered by Rederi 

f Helsingborg With a 

nage of 1,959 and a dead- 

>of 3,450 tons on a draught to 
r freeboard of 19 ft. 34 in., the 
has a length o.a of 321 ft 

».p. 300 ft., breadth moulded 
ind a depth moulded to main 

f 19 fe. Bin The propelling 
ry has been supplied by the 
ders and comprises a 9-cylin- 
wo-stroke single-acting M.A.N.- 
Jiesel engine, developing 3,075 
nd providing the vessel with 


ided speed of 14) knots 


Cargo and Passenger Ship for Portugal 
Designed for cargo and Passenger service on the 
Portuguese East African coast, the twin-screw 
motorship Save has been completed by the 
Grangemouth Dockyard Co., Ltd., for the 
Companhia Nacional de Navegacao, of Lisbon 
Of about 2,300 tons gross and with a deadweight 
of 1,330 tons on a draught of 14 ft., the Save has 
dimensions of 240 ft. length b.p., 41 ft. 3 in 
breadth, I4 ft. 3 in. depth to lower deck and 
2! ft. 9 in. depth to upper deck. There is 
accommodation for first-class passengers in six 
two-berth cabins and accommodation is pro- 
vided in the tweendecks for about 1,000 native 
passengers. The propelling machinery has been 
supplied by British Polar Engines, Ltd., and con- 
sists of two 5-cylinder diesel engines, each 
developing 900 b.h.p. at about 280 r.p.m. A 
mean speed of 12.85 knots was attained on trials 
in loaded condition 


Turkish Ferry ‘* Kiskulezi 


The first of four ferries ordered by the Turkish 
Government from Anciens Chantiers Dubigeon, 
Nantes, has been completed. She is the vehicle 
and passenger vessel Kiskulezi, intended for 
operation by the Port of Istanbul Authority 
She is of 1,345 tons gross and carries a dead- 
weight of 350 tons on a draught of 9 ft. 10 in 
Her principal dimensions are 196 ft. 10 in 
length o.a., 189 ft. 8 in. b.p., 47 ft. 10 in. breadth 
moulded, 17 ft. 5 in. depth amidships and 
15 ft. 9 in. depth at bows. The 38 cars carried 
by the vessel can be loaded at either stern 
or bow. A total of 700 passengers can be carried 
in first- and second-class accommodation. The 
two main 1,050 h.p. Sulzer diesel engines have 
been constructed by Ateliers et Chantiers 
de la Loire 
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NEW CONTRACTS 


Yards in Great Britain and Northern Ireland 
Approximate Tonnages 
Dimensions 


Speer 


‘ . , Deadweight (knots) 


9,100 
(each) 
1,700 
(each) 
25,400 


Cargo 


610 807 29 


(draught 


Gorrissen & Ore car 2 
Klaveness A 

H. Smith 
Arendal 
Dodwell & Co ble.-er 
Overseas Tankship Tanker 
(U.K.) 
star Whaling ¢ 
Channel Islands 


Sorenser Tanker 


team ¢ 


Commonwealth and Foreign Yards 
18,000 6! 40 


Standard ¢ Tanker 503 
California 
Einar Rasm 
Kristiansar 
Hamburg owner 


24,000 
2.500 
Deutsche Dampfs Diese 
Hansa, Bremer 
Ubersee-reedere 
A.G., Rabien & 
stadtiander, Bren 
Ahrenkiel & Bene 
Hamburg 
Argo Reedere 
Richard Adier & Co 
Bremen 


Diesel 


AB 


18,000 


& Kiaveness A other owner 
previously placed with Eriksbergs 


LAUNCHES 


Yards in Great Britain and Northern 
Approximate Tonnages 


red by Gorrisser 


acts for carg ner 


'reland 


Speed 


Dimensions 
(f (knots) 


Deadweight 


TRIAL TRIPS 


Yards in Great Britain and Northern Ireland 


Approximate Tonnages 


10.75 


400 


000 16,000 68 


and Foreign Yards 
537.16 o.a. and 
502 b.p. - 68.92 
38 


Commonwealth 
Portuguesa 040 16,580 
Navios Tang 


1,200 


nternationale 


514.75 o.a 


Helsingborg 
Rederi AB 
Gylfe 
Helsingborg 
Angbats AB 
Fern 


Kristinehamr 


Tanker 35 Doxford ¢ 


The Liberian Navigation Corporation order 
the same owners 


Shipbuilders 


Wm. Doxford 


10,000 Fairfield $.B 
(each) 

Wm. Doxford Sir James Laing 
Yarrow & Co 
Scotts’ S.B 


495 Crossley Bros 
7,500 Shipbuilders 
S.B 


Scotts 


S.B. & DO 
Co., Chester, Pa 
Eriksbergs M.V 
Gothenburg 
Norderwerft 
Hamburg 

Atlas Werke 
Bremen 

Aclas Werke 


Sun 


W. Holst 
Neuenfelde 
Adler & Co 
Argo-Hafen- 
werkstatten 
Bremen 
Helsingborg Varfs 


Bethlehem Steel 
Co., Quincy 
Mass 
Bethiehem Sceel 
c Quincy 
Biker's 
Aannemings 
bedriif, N.V 
Gorinchem 
Firma 
Duttmer 
Meppel 
Trondhems M.V 


Eriksbergs M.V 
Gothenburg 


ed two ore carriers from 


Propelling 
Machinery Shipbuilders 


Diesel Fellows & Co 


Diesel Whites 
Shipyard 
(South 
ampron) 
Philip & Son 


John 
Readhead 


Greenock 
Dockyard 


Doxford 


diese 


Propelling 
Machinery 


8-cy! 


Shipbuilder 


diesel British Polar Burntisland 
$B 


Engines S 
2-str Newbury 
Diesel Co 
Shipbuilders 


4-cy! Goole $.B 
diesel 
Tr.-exp John 


Readhead 


Cammell 
Laird 


Lithgows 


S.A. John 
Cockerill 
Hoboken 
A. G. Weser 
Bremer 
haven 

F t, Ine J 

Rotterdam Scheeps 

Kinderdijk 


Oresunds 
varvet 
Landskrona 

Kockums 

Mv 
Maimo 
Gotaverken 


& K. Smit’s 


Worst & 


Gothenburg 
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Shell’s Fuel Oil General Department 


Mr. J. L. Flanagan (/eft), manager of the fuel oil general 
department of the Shell Petroleum Co., Ltd., in Lon- 
don, is to retire on December 31, on reaching the age 
limit. He will be succeeded by his deputy, Mr. D. B. 
Vale (right). Mr. Flanagan spent his early career with 
the Canadian Pacific Railway and the Canadian 
Northern Railway, obtaining an appointment—after 
Army service during the First World War—with the 
British Ministry of Shipping. He joined the fuel oil 
department of Shell in 1920. In 1927, he was 
appointed deputy manager and, in 1932, manager. 
Mr. Flanagan has thus completed thirty-two years’ 
service in the same department of the Shell Company 
and for the past nineteen years has been responsible 
for the marketing by Shell on a world-wide basis 
(outside the U.S.A. and Canada) of fuel oil, déesel fuel 
and gas oil. He is particularly well known in inter- 
national shipping circles for his work on oil fuel 
bunker supplies. Mr. Vale joined Shell in 1930 and 
entered the fuel oil general department in 1936. After 
distinguished Army service during the Second World 
War, in which he reached the rank of Lieutenant- 
Colonel, he returned to the same department. Mr. 
Vale was appointed deputy manager of the department 
in January of this year 


MARITIME NEWS IN BRIEF 


From Correspondents at Home and Overseas 


N EXTENSIVE programme by Australian shipping manager in 1937 and became general manager of the St 
uthorities to overcome the present shortage of ton Peter's Works in 1944. He is chairman of the standing com 
e has been announced in Canberra by Senator mittee of the North East Coast Engineering Employers’ 


MeLeay, Minister for Shipping Describing the present Association, and a member of the management board of the 
situation as desperate, he said that ten Australian Engineering & Allied Employers’ National Federation. 


hipping 
pping 
yuilt vessels would be delivered during the coming year or THE SEVENTIETH anniversary of the Deutsche Dampt 
ly in 1953. These would consist of one 12,000-tons iron schiffahrts-Gesellschaft) **Hansa’’ occurred this month. In 
irrier, one 7,000-tons and one 2,000-tons collier, four 1989 the line owned 44 seagoing shivs of some 801,000 tons 
Irgo vesse ls of 7,000 tons each and three of 3,000 gross. It is now rebuilding its feet, which at present includes 
addition, the Australian Government and various six motor shivs of 5,000 to 7,000 tons gross, with three more 


Australian shipping companies have placed orders in Britain under construction. 
for a number of other vessels, the first of which is expected 
» be delivered in 1953 


THE DEA has occurred of Mr. Carel Gischler, chairman 
: 2 { Phs. van Ommeren N.V.. Rotterdam, and also of Phs 
\ NEW Ss kM Is to be fitted to the 8,500-tons cargo ship van Ommeren (London), Ltd., The Crawford Shipping Co.. 
City of Hull by Palmers Hebburn Co., Ltd., Hebburn-on Ltd., and The Medomsley Shipping Co., Ltd. Mr. Gischler 
Cyne, The ship's stem was damaged by fire in the Indian 1s ADDOIT retarv to the parent Sion in Rotterdam t 
ited sec o the p t fir to ‘ ’ 
Oveatr nd the firm has been given the job of carrying out 1923, after joined the firm in 1919. He was appointed 
repairs. The vessel has not vet arrived in the Tyne, but a director : ind managing director in 1987 
Vickers-Armstrongs, Ltd., Walker, which built the City of “7 gasecte~s ii 
H ENTRY ms for the examinations of the Institute of 
Transport be held on May 5, 6, and 7, 1952, will be avail 
able on application to the secretary of the Institute after 
January 1. The completed forms must be returned to. the 
Institute | March 1 


ibout four vears ago. are building a new stem from 
the original vlans, After the shiv has been docked by 
Palmers at Hebburn, the new stem will be carried across 
he river from Vickers-Armstrongs by floating crane and 


| doin position 


Tue Weekry lectures of the Institute of Chartered Ship 
brokers, due to begin last week, have had to be postponed wo i SENGER LINERS at present on the New York 
in the New Year. The first of the Final lectures is now Mediterranean route, the Italia and Atlantic. each of 
‘ viven on Thursday, January 3%, with succeeding lec 22,000 tons gross, are to enter the North Atlantic trad 
s on Tuesdays. The first Intermediate lecture will be inada xt vear, The two ships, which are operated 

ven on Wednesday, January 2, with succeeding lectures ! Fratel Cosulich for Home Lines, will be replaced on 

n Wednesdays lit inean route by the smalle Irgentina and 
Tue formal investigation into the foundering and_ total The Atlantic will sail from Halifax or Quebes 
the steamer Fred Borchard has been tixed for hearing ; 7 a ind Southampton, while the Italia will sail 

| Courts of Justice. London, W.C.2, on January 7 ork to Southampton and Hamburg, calling at 
; he return passage. The changes are due to the 


decline it fie on the New York-Mediterranean run 


AN AND EMENT by L.T.D., Ltd... selling organisation for 
*Stacatru . *Aerolift” fork trucks and “Electricar’’ works 
trucks, s that Mr. R, T. Hartmann is no longer con 
nected w the organisation. Mr A. ©. Cooper will be 
icting sa inager of the company in charge of both home 
and overs divisions. 


bp, assistant chief engineer, Ilumber Ports, 
nd Waterways Executive. has been appo-nted 
Humber Ports, as from January 1, 1952. 
* . * . 
REPRESENTATION in South Africa of Vickers-Arm 
Ltd., at present undertaken by Vickers & 
politan Carriage (South Africa), Ltd., jointly with 


Metropolitan-Cammell Carriage & Wagon Co., PRoGR advances in the tonnages dealt with at the 


% carried on in future by Vickers-Armstrongs South W Docks since June are reflected in the fact that 

1 (Pty.), Ltd. This will be the previous company the aggre tonnage handled since January 1, 1951, is 

hanged name. A further company is being formed over 12m n tons above the corresponding period in 1950. 

epresent the Metropolitan-Cammell Carriage & Wagon Leerut o the Society of Chemical Industrv. Mr. L. H 

Ltd South Africa, Both companies will continue in Griffiths nical manager of Semtex, Ltd., estimated that 

existing offices at Maritime House, Loveday Street, during I some 80 million square feet of thermoplastic 
tile will | ranufactured 


nnesburg 
Me. Joun Bupman, general manager of the engine works Carr. J C. Pare, manager and superintendent of the 
R. & W. Hawthorn, Leslie & Co., Ltd., has been appointed South- Enc vedoring & Porterage Comoany, Liverpool, has 
lirector of the company. Mr, Bulman, who has spent all been app d deputy-manager for London of the National 
engineering life with the company, was appointed works Dock Lat Board, 
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INTRODUCING ... 


THE NEW GRAHAM MK. II. SERIES CONVECTION 
HEATERS 


LOW FIRST COST 
COUPLED WITH 
EXTREME RELIABILITY & EFFICIENCY 














BROCHURE GIVING FULL TECHNICAL 
DATA, DIMENSIONS, ETC. SENT UPON 


REQUEST 


The Mark 2 Series Convection Heaters have been produced 

to meet the demands of the numerous occasions when a 

heater embodying the safety features and overall electrical 

efficiency of the Standard * Graham’? Convector is desired, 

but where the question of first cost is of such importance that 
it precludes the use of the Standard Heater. 


ALFRED GRAHAM & CO. LIMITED, HALIFAX, YORKS. 


SUANMW ALE 

















ELLERMAN LINES 
World-Wide Services 


U.K. CANADA U.S.A, 


with 





SOUTH & EAST AFRICA 
PORTUGAL, MEDITERRANEAN, 
EGYPT, LEVANT & BLACK SEA, 

RED SEA & PERSIAN GULF 
INDIA & PAKISTAN. 
CEYLON & BURMA 

MALAYA, PHILIPPINES, CHINA & JAPAN 
AUSTRALIA & NEW ZEALAND. 


Hall Line, Ellerman & Bucknall Line, } - 

City Line, Ellerman Line : CG mshi fa an Lanited 
Papayvanni Line, ma H Y i 2 
Westcott & P 





Laurance Line, 
Head Office 
104-7, LEADENHALL STREET, 
LONDON, E.C.3 
LIVERPOOL—Tower Buildings, 
ater Street 
GLASGOW—75, Bothwell St., C.2 


y 
“4 
~ 


World-Wide Services 











Large Fleet of modern Cargo 

Vessels and Tankers, rang- 

ing from 3,200 tons to 16,600 
tons deadweight. 


MANAGERS : J. A. BILLMEIR & CO. LTD. 
9 ST. HELEN'S PLACE, LONDON, E.C.3 


Telephone : London Wall 7721 Telegrams : Billmeir, London 
Branches Cardiff, Hull, Newcastle-upon-Tyne and Glasgow 
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SCINDIA STEAM 
NAVIGATION Co. Ltp 


Regular Freight & Passenger Service 
between U.K. and Continent and 


INDIA & PAKISTAN 
Freight Services between 
INDIA & PAKISTAN and U.S.A. 


General Agents for U.K. & Continent : 
SCINDIA STEAMSHIPS (London) LTD., 
54, Billiter Bidgs., 49, Leadenhall St., London, E.C.3 
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to SOUTH & 
EAST AFRICA 


» WEEKLY MAIL SERVICE from 

+ SOUTHAMPTON. East Africa and 

Round Africa Services from 
LONDON 


4 


aS, 





Head Office 
3 FENCHURCH STREET, LONDON, E.C.3 

e. MANsion House 2550 Passenger Dept. MAN 9104) 

West End Passenger Agency 

125 PALL MALL, S.W.1) WHirehal! I9!! 


Le 








PALM LINE 


Limireo 


CARGO LINERS LINKING 
WEST AFRICA & EUROPE 








CARGO FROM 
Hamburg, Bremen, London & East Coast U.K. Ports 


U.S.A. GULF PORTS 


BROWN, JENKINSON & CO., LTD., 113 Fenchurch Street, E.C.3. 
WESTBOUND LOADING BROKERS 


Galveston, Houston, New Orleans & Mobile 
to East Coast U.K. & North Cont'nent 


by ROPNER LINE 


SIR R. ROPNER ch aaanzemeas SIR R. ROPNER & CO. (LONDON) LTD 


Conisclife Road, Darlington 22 St. Mary Axe, London, E.C.3 
Telephone 281! or Telephone: AVE. 2153 


STRACHAN SHIPPING CO.—New Orleans and all U.S. Gulf Ports. 














P. SB. N. Cc. 


LIVERPOOL, BERMUDA, BAHAMAS, CUBA, 
JAMAICA, PANAMA CANAL, WEST COAST OF 
SOUTH AMERICA. 

Also via Bahia Blanca & Punta Arenas 


THE PACIFIC STEAM NAVIGATION CO. 
Pacific Building, James St., Liverpool, 2 
London Agents: Royal Mai! Lines, Leadenha!l St. E.C.3 


Freight: McGregor, Gow & Holland, Ltd 
16, St. Helen's Place, London E.C.3 














WILLIAM MORIER & Co. Lip. 
COPLAND ROAD. GLASGOW, S.W.! 


aw 











es 
PAINTING BRUSHES and 
GENERAL BRUSHWARE 


Specialising in Shipbuilders’ Requirements 











HIGGINSON & CO. Zam 
7, Hurst Street, LIVERPOOL, | {!ydiaulic 

















SHIP DELIVERY 


We specialise in the delivery of any 


type of seaworthy craft 


egrams. ‘‘Pedanderco Telephone. Mans. Ho. 1921/2 


PEDDER & MYLCHREEST L*™°: 
1546, FENCHURCH ST., LONDON, E.C.3. 
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FREIGHT AND PASSENGERS 


Regular Sailings 
LONDON, LIVERPOOL, NEW YORK & CANADA 


to 


AUSTRALIA & NEW ZEALAND 


PORT LINE LTD. 
CUNARD HOUSE, 88, Leadenhall Street, London, E.C.3 


Avenue 1270 Telegrar Portships Fen, London 

















BLUE STAR LINE 


EXPRESS LINER SERVICES 
WEST INDIES & SPANISH MAIN 
SOUTH AFRICA, AUSTRALIA, 
BRAZIL & ARGENTINA 


F SAILINGS, Freight. Insurance and Passages. ape 
BLUE STAR LINE LTD., 31-33, LIME ST., E.C.3 
Manchester, Birmingham, 


t & Hole Line Led Isgow Nowe & 


No. 3, Lower Regent Street, London, S.W.! 











FURNESS LINES 


FURNESS LINE 
London to Philadelphia and New York. 


FURMESS WEST INDIES LINE 
New York to U.S. Virgin Islands, British & French 
West Indies, Venezuela and Trinidad. 


Newfoundland and Canada to U.S. Virgin Islands, 
British & French West Indies, Venezuela & Trinidad 


FURNESS RED CROSS LINE 
New York to Saint John, N.B./ Halifax, 
N.S./ St. John’s and Corner Brook, N.F. 


FURNESS-WARREN LINE 
Liverpoo! to St. John’s, Newfoundland, Halifax, 
N.S., and Boston. 


FURNESS PACIFIC SERVICE 
Manchester to Los Angeles, San Francisco, Victoria 
and Vancouver, B.C., via Panama Canal. 
Loading Brokers :—Manchester Liners Ltd. Manchester 2. 


FURNESS BERMUDA LINE 


New York to Bermuda. 


JOHNSTON WARREN LINE 
Antwerp, Hamburg and Liverpool to Piraeus, Volo, 
Thessaloniki, Izmir. Haydar Pasha, Istanbul, Black 

Sea, Roumanian and Danubian Ports 


For further information apply :— 

FURNESS WITHY & CO., LTD., 
Furness House, Leadenhall Street, London, E.C.3. 
Also at LIVERPOOL, GLASGOW, LEITH, 

MIDDLESBRO’ AND NEWCASTLE 


PRINCE LINE 
CANADA & U.S.A.— BRAZIL — RIVER PLATE — BRAZIL 
TRINIDAD — U.S.A. & CANADA 
U.S.A. — SOUTH & EAST AFRICA — U.S.A 
U.S.A. — FAR EAST — E. CANADA — US.A 
U.K. — MEDITERRANEAN — U.K 
ARGENTINA & URUGUAY — U.K 


For further information apply 
PRINCE LINE LTD. :: 56, Leadenhall St., E.C.3 
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New Zealand Line 


Passenger and Cargo 
Services via Panama 


Particulars from J). B. WESTRAY & CO. LTD 
138 LEADENHALL ST., E.C.3 + Tel. (AVEnue 5220) 


THE NEW ZEALAND SHIPPING Co. Ltd. 














UNITED STATES LINES 


Regular Frequent Service to 


NEW YORK 


BOSTON, PHILADELPHIA, BALTIMORE & HAMPTON ROADS 
FROM 


LONDON, SOUTHAMPTON, LIVERPOOL, 
GLASGOW and BELFAST 


gs anda fermat 


LONDON 38, Leadenhall Sc., E.C.3 (Royal 6677) 

LIVERPOOL: Wellington Buildings, 7, The Strand (Central 
1931 6) 

GLASGOW 179, West George St., C.2. 

BELFAST: 67 69 HIGH STREET (Belfast 2545 


d Agents 


apply 














BIBBY LINE 


UNITED KINGDOM, CONTINENT, 
MARSEILLES, EGYPT, SUDAN, CEYLON 
AND BURMA 


Ail enq st 
BIBBY BROTHERS & CO., Martins Bank Building, Water 
Street, LIVERPOOL, 2 

















BROCKLEBANK & WELL LINES 


GLASGOW and LIVERPOOL to CALCUTTA 


ght and further particulars, apply to Alex. Howden and Co 
2. Leadenhall Street, London, E.C.3; P. Henderson & Co., 95, 
Glasgow; The Cunard Steam-Ship Co. Ltd., Braaford 
Bigland, Hogg & Co. Ltd., Zetland Bidgs., Middlesbroug 
NO. BROCKLEBANK, Ltd., Cunard Building, Liverg 
ter Dundee and Sheffield 


MIDDLESBROUGH and LONDON to COLOMBO MADRAS and 
CALCUTTA 


ht and further particulars, app-y ¢ 
sdenhal! Street, E.C.; Bigland Hogg & 
= s THOS. & JNO BROCKLEBANK 








to SOUTH AMERICA 


BRAZIL - URUGUAY 
ARGENTINA 
WEST INDIES 
SPANISH MAIN 
. CENTRAL AMERICA 
_/ NORTH PACIFIC COAST 


ROYAL MAIL LINES, LTD. 
London : Royal Mai! House, Leadenhall Street, £.C.3 America House, Cockspur 
Street, S.W.1 
Liverpoo! : The P.S.N. Co., Pacific Building, James Street, (2) 





“ORIENT LINE 1 AUSTRALIA 





— 


FOR PARTICULARS 14 COCKSPUR ST., LONDON, S.w.i Tel, TRA Fiat 
APPLY 
7 BISHOPSGATE, LONDON, £E.C.2 Tel. MAN 
ORIENT LIME st 
o KINGSWAY, W.C.2 Te! TEM 1258 er Agents 








BRITISH & CONTINENTAL 
STEAMSHIP CO., LTD. 


AMSTERDAM . ROTTERDAM . DUNKIRK . ANTWERP . GHENT 
& TERNEUZEN from and to LIVERPOOL & MANCHESTER 
ANT WERP & GHENT from and to GLASGOW 
GHENT from and to BELFAST 


AGENTS 
LIVERPOOL ar d MANCHESTER: 
For Kotterda erdam and Dunkirk Steamers 
rpeng at izen Steamer: 
Turner 
v 
; ns Jam 
ANTWERP, GHENT, ‘TERNEUZEN: 
ROTTERDAM Van Es ‘ 
AMSTERDAM: Van Es & Van Om 
DUNKIRK: | ¢ Baecker 
LONDON : Phs. Van Ommeren 


Street 3 
PARIS: Phs. Van Ommeren (France 











GELLATLY, HANKEY & CO. LTD. 


REGULAR SERVICES FROM 


United Kingdom to Egypt, Red Sea, India, 
Ceylon, Africa, Straits Settloments and 
Far East 


For Fre eht, Passage, Forwarding and Insurance, app'y to 
GELLA LY, HANKEY & CO., LTD., 

Dixo. House, |, Lloyd’s Avenue, LONDON, E.C.3 
or 23 | Mal!, S.\W.1 Manchester Liverpool, Glasgow 














The Shipping World 








and B. I. 


From United Kingdom and Continental ports 
to EGYPT, ADEN, RED SEA PORTS, INDIA, 
PAKISTAN, CEYLON, E. & S. AFR'!CA, 
MALAYA, CHINA, JAPAN, AUSTRALIA, etc. 


For details of services, fares, etc., apply— 
P. & O., 122, Leadenhall Sc., E.C. 3, @ 14, Cockspur Se. S. W.1 
o 9, Kingsway, W.C.2 
B. 1. (Agents: Gray Dawes & Co.), 122, Leadenhall St., E. C.3 


THE BANK LINE 


OPERATING THE FOLLOWING SERVICES 


AMERICAN AND INDIAN LINE—Calcutta, Chittagong, Rangoon and 
Colombo to Halifax Boston, New York, Philadelphia Baltimore 
and Norfolk (Va.) 

AMERICAN AND INDIAN BRANCH LINE SERVICE—Rangoon, 
Chittagong, Madras, Madras Coast, Colombo and Malabar Coast, 
(filling up if necessary at Aden and Port Sudan) to Halifax, Boston 
New York, Philadelphia, Baltimore and Norfolk (Va.) 

BOMBAY AMERICAN LINE-—Bombay to New York and Philadelphia 

AMERICAN AND ORIENTAL LiINE—U.S. Atlantic and Pacific Coast 
ports to Philippines, Hong Kong, Shanghai, Japan, Indonesia and 
Malaya, returning to Canada and U.S.A. via Suez Canal. 

CALCUTTA to RIVER PLATE PORTS—Chittagong, Calcutta and 
Other Inaian Ports. Colombo and Malabar Coast to Brazil 
Montevideo, Buenos Aires, Kosario and Bahia Blanca 

INDIAN CHILEAN LINE—Calcutta, Chittagong, Rangoon, Singapore 
and Indonesia to West Coast of South American ports. 
Calling at Colombo and Cochin when opportunity offers 

INDIAN AFRICAN LINE \ Carrying passengers and cargo from 

INDIA-NATAL LINE Rangoon, Chittagong, Calcutta, other 
Indian ports and Colombo to East and South African ports and 
vice versa (Vessels of the India-Natal Line also call at 
Madagascar when opportunity offers 

ORIENTAL AFRICAN LINE—Carrying passengers and cargo from 
Japan, Shanghai, Hong Kong, Philippines, Borneo, Saigon, Bangkok 
and Malaya to Mauritius Reunion East and South African ports 
and vice versa 

U.S. GULF to AUSTRALASIA—Regular sailings from all U.S. Gulf ports 
to all ports in Australia and New Zealand. Calling at Trinidad en 
route when sufficient inducement offers 

U.S. GULF to SOUTH AFRICA—U.S. Gulf ports to South and East 
African ports 

PERSIAN GULF—General Merchants, Export, import and Ship Agents 


For Freight and Particulars apply to— 


ANDREW WEIR 


SHIPPING & TRADING CO., LTD. 
19-21, BURY STREET, LONDON E.C.3. 














HOULDER BROTHERS & CO, LTD. 


pg tee Insurance ona Passenger . 
eral Forwar s (Sea and Air 


REGULAR FAST SERVICES. to 
RIVER PLATE 
From Liverpool, London, Bristol Channel & Antwerp 


and to SOUTH AFRICA 





FREIGHT ENGAGEMENTS made and goods insured and forwarded 
By Sea and Air 
TO ALL PARTS OF THE WORLD 
Head Office: 53, LEADENHALL STREET, LONDON, E.C.3 


Branch Offices at Liverpool, Glasgow, Newport (Mon.), Bristol, Swansea 
Manchester, Hull, Southampton, Birming ee Shetfield, Bradford 
Hanley, Dundee, Cape Town and Sydney (N.S 
exentatives in Argentina and Uruguay : Soc ati Houlder Brothers 

Co Argentina Ltd., Buenos Aires, Rosario, La Plata and 
mtevideo 
Houlder Brothers & Co., Brazil, Ltd., Rio de Janeiro and Santos 








ANGLO BALTIC LINES 


U.K. PORTS 
to 
GDYNIA/GDANSK & FINNISH PORTS 
also 


KLAIPEDA (Memel) LIEPAJA (Liban) 
RIGA and TALLINN 


when conditions permit, and sufficient inducement offers 


For turther particulars apply to— 
UNITED BALTIC CORPORATION, LIMITED, 
158, Fenchurch Street London, E.C.3 


Telegrams ‘* Orienteako,’’ London 
Telephone No.: Mansion House 3311 (8 lines) 




















WILSON LINE, HULL i eee 
REGULAR SERVICES 


From Hull, London, Liverpool. Manchester, Middlesbro’, Newcastle, 
Aberdeen, Swansea, Newport, Antwerp, Dunkirk, etc.; to and from 
Norway, Sweden, Denmark, Poland, Baltic States, Portugal, Mediterranean 
Adriatic & Levant Ports, Egypt, India, Pakistan, Canada & United States. 


PASSENGERS | "suse Series te Mars aaa eeaa a 
MARINE INSURANCE  tir'twn and omer steamers to and 
from all ports at current rates of premium 


Lighter Owners Forwarding Agents, Warehouse Keepers and Sworn 
Weighers Bunkers supplied 








For Kates of Freight, Fares, Insurance, Forwarding. etc., apply to— 
ELLERMAN’S WILSON LINE, Ltd., HULL 
or Branch Otlices at Leeds, Shetfield, Manchester, Birmingham. Bradford 
and Grimsby ; or London Agente—-THE UNITED SHIPPING CO 
Ltd., 108, Fenchurch St., London ‘.3., London Brokers for Indian and 
Pakistan Trade—GELLATLY ANKEY & CO., Ltd., Dixon House, 
lovds’ Avenne, London, E.C.3., or 62, Pall Mall, 8.W.1 














MAC ANDREW LINE 


SPAIN AND MOROCCO 
Regular Services from LONDON, LIVERPOOL and Principal U.K. Ports 


Express Se > by ast Motorships from 
LONDON ne LIVERPOOL to BARCELONA 


HALL’S LINE to uisson and GIBRALTAR 
Express Service by fast Motorships from LONDON to GIBRALTAR 
GLYNN LINE To west !TALyY ana sicity 


For Freight and Passage apply to— 


MACANDREWS & CO., LTD., 
Plantation House, Mincing Lane, London, E.C.3. 
Telephone : MANSION HOUSE 1543 
Cunard Building, Water St., Liverpool, 3 Tel : CENTRAL 3922 
BRANCH HOUSES ar * Barcelona *® Madrid *® Tarragona 
*Castellon, * Burriana, *® Valencia * Gandia, * Denia 
*Carthagena * Aimeria, * Malaga *Seville and Bilbao 


Branches with ® act as Lioyd’s Agents 


Agencies in all other principal ports 
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Sass = ADMIRALTY CHARTS 


The LATEST EDITIONS of Charts, 
Plans and Sailing Directions 
published by the Hydrographic 
Dept., can be obtained from 


POTTER, Admiralty Agent for Charts, 
J. D. pine yp ae of Nautical Books, 
145, MINORIES, sanuaiiie E.C.3. ‘(Teh Royal 1369) 


Large Stocks of Nautical and Technical Books of all 
descriptions. 





TS AT HALIFAX AND DART MOUTH CANADA 




















EAGLE AVIATION LTD. 


draws the attention | Feevent TRAVEL SICKNESS 


of shipowners 


to their fleet of four Avro York aircraft. 

These aircraft are ideal for crew movements 
also for the transport-of ships’ spares. 
Maximum economy - Maximum speed. 





Head Office 
29 CLARGES STREET, wees W.r. 
( ‘ b neediad dé ondon ased on the formula used for 
GRO r 6411 Cable: Speedlode Audley, London, aes neon ep ha Nazaiariat ? * ceaieuntieabisia 
D-Day “ landings AND SHIP'S SHOPS 


For Happy Journeys by SHIP * BUS - PLANE - CAR - TRAIN 


YARROW REVERSING ENGINES 


WATER T 

















DIRECT ACTING FIXED AND OSCILLATING 


TYPES WITH PUMP AND CHANGE COCK 
B Oi rl ra ry > OR RACK AND PINION HAND GEAR 
MACTAGGART, SCOTT & CO., LTD. 
Contractors to British and Foreign Admiralties. 
Have been selected for installation in the LOANHEAD—-—_—— EDINBURGH 
CUNARD WHITE STAR VESSELS London J. M. Epmuston, 31-33, Bishopsgate, E.C.2 
MEDIA - MAURETANIA 
QUEEN MARY - QUEEN ELIZABETH 


a WANTED 


CARONIA | itm Pumps. speed, 


SCOTSTOUN. GLASGOW 


























{NDEX TO ADVERTISERS IN THIS ISSUE 


AB Pacific Steam ee on Cc 
Al7 Palm Lines, Lt 
Pedder & Siiekceont Ltd 
Gellatly, Hankey & Co., Ltd P. & O. and B.I. Companies 
sraham, Alfred, & Cc Ltd Port Line, Ltd 
Potter, J.D 
Halifax Shipyards, Led 2 Preston, Isaiah, Ltd 
Higginson & Co Prince Line, Ltd 
Houlder Brothers & Co td 
Regent Oi! Co., Ltd 
s, Ltd i Ropner, Sir R.. & Co. (Management), Led 
Royal Mai! Lines, Led 
Poneman: Sees, Ee Scindia Steam Navigation Co. Ltd 
4 Shell Petroieum Co., Ltd 
Kango Electric Hammers, L : South American Saint Line, Ltd 


ncaid. johe - 
K aid, Jo Stanhope Steamship Co.. Ltd 


K wells 
Thornycroft, John !., & C Led 

MacAndrews & Co., Ltd 19 Tyne Plywood Works, Ltd 

MacGregor & Co. (Naval Architects). Ltd 

Mactaggart Scott & Co., Ltd Union-Castie Mail Steamship C 

Metropolitan-Vickers Electrical Co., Ltd United Baltic Corporation, Ltd 

Morier, Wm., & Co., Led United States Lines 


° 


Wear Winch Foundry Co., Lt 


New Zealand Shipping Cc td qd 
ew Zeala pping Oo. itd Weir, Andrew. Shipping & Trading 


Orient Line Yarrow & Co. Ltd 
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BROWN _ 4 SILVER 


ABOVE THE \ 


PRIMOCON w/ PRIMOCON 





BELOW THE 
WATERLINE 


“INTERNATIONAL” --- THE GREATEST NAME IN MARINE PAINTS 


Qa e. 
Guternatltonal 4 esinty Sil 


GROSVENOR GARDENS HOUSE Registered >i Trade Mork LONDON : S.W.1. Tel: ViCtoria 316! 
(10 lines) 


PORT OF BRISTOL 











VODERN GENERAL CARGO LINERS OPERATE FAST 
REGULAR SERVICES TO AND FROM THE UNITED 
AINGDOM, THE CONTINENT AND BRAZIL, URUGUAY 
{ND ARGENTINA Vid CANARY ISLANDS 


SouTN AMERICAN 
<< SarinT LINE 


THE SOUTH AMERICAN SAINT LINE LIMITED 
HEAD OFFICES: SAINT LINE HOUSE, CARDIFF 





LONDON... The South American Saint Line Ltd., 81 82 Leadenhall §t.. E.C.3 
HULL... Wm. Brown, Atkinson & Co. Ltd., Roland House, Princes KS 
Igent uw 


eo ost orgewsce os | QR A QUICK TURN-ROUND 
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STEEL STOCKHOLDERS 


Suppliers of 
PLATES BULB ANGLES ZED BARS 
FUNNEL RINGS CONVEX BARS 
ROUNDS FLATS CHANNELS 
JOISTS WIRE ROPES 
SHIPS ODDWORK 





DUNLOP 


AND 


RANKEN 


LTO 


LEEDS 


| Telephone Telegrams 


| 27301 (20 LINES) —— SECTIONS LEEDS 


























